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But you can keep it in check by 
doing things better for less 


No! You can’t run away from OVERHEAD. Wherever you go, whatever you do, 
he follows you like an avenging Demon. Of course, you can’t completely annihi- 
late him, but you can CRIPPLE him. You can check his uncanny ability to make 
you see “red,” month after month. 

Packing Cost is an unavoidable expense. Can yours be reduced? Ten to one, 
it CAN. You have heard what modern packaging is accomplishing. You have 
seen many old and new products shipped in modern, attractive containers that 
give more protection at less cost. 

Let Hinde & Dauch Package Engineers see if your packaging cost can be reduced. 
A generation of packaging experience has made them masters of improvements, 
economies and short cuts which enable them to “do things better—for less.” 


If your present packaging methods have not been revised recently—if you 
feel that your packaging cost ought to be reduced—then a post card or letter will 
insure instant engineering cooperation—and you won't be obligated. 


THE HINDE & DAUCH PAPER COMPANY, 303 DECATUR ST., SANDUSKY, O. 
Western Address: Kansas City Fibre Box Co., Packer's Station, Kansas City, Kan. 
Canadian Address: Hinde and Dauch Paper Company of Canada, Limited, 

King Street, Subway and Hanna Avenue, Toronto 


DAUCH 
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BURNING of the STEAMSHIP 


GOLDEN GATE 
July 27, 1862 


One of the most appalling tragedies of Pacific shipping was the loss of 
the Pacific Mail S. S. Golden Gate, July 27, 1862. The Golden Gate, on 
her last voyage, carried 242 passengers including 27 children, a crew of 96, 
a full cargo and $1,400,700 in treasure. When seven days out of San 


Francisco for Panama, fire broke out amidships. The sea was calm, the 


~ 


shore line of Mexico plainly visible four or five miles distant. The ship 
was headed for the beach, but in a minute or two she was a mass of 


flames. Only five of the ten lifeboats could be reached. Many passengers 


od pi, i ron oe 


jumped overboard, and many others were lost in landing through the 
surf. The following day, sixteen bodies came ashore and were buried in 
the sand. Eighty-eight survivors made their way overland to the nearest 


port, Mazatlan. 
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You Can File Them in 
McBEE VERTICAL-FLAT 


TARIFF FILES 


UIT feeling like you should have a set 

of tools every time youre called 

upon to file 4-inch tariffs in 2-inch pigeon 

holes. Install this specialized McBee 

equipment in which large or small tariffs 

fit equally well. It’s made to accommo- 
date any tariff that’s issued. 


McBEE VERTICAL-FLAT 
TARIFF FILES 


AN assembly near the clerk’s 
desk puts tariffs within easy 
reach, saving time. Each drawer 
is a separate unit, permitting 
formation of single-unit drawers 
in floor space ordinarily wasted. 


All-steel. 
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McBEE RATE DESK 
OMBINES desk and filing 


facilities, saving floor 
space. Asa file for numerous 
Traffic Department tariffs and 
records, it saves the time wasted on frequent 
trips between desk and filing cases. A\ll-steel. 


* 
RITE for Literature 


Specifications and 
Prices. 


THE McBEE COMPANY 


ATHENS, OHIO 
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An exceptional 


INDUSTRIAL OPPORTUNITY 


ELEVATORS 


POWER 
PLANT 


ELECTRIC 
POWER 


HEATING 


RAILROAD 
FACILITIES 


LIGHTING 


PRICE 


LOCATION 


HE main building is 150 ft. wide by 500 ft. deep, with four 
oors—balcony type, containing approximately 300,000 
square feet of modern industrial space, adaptable to almost any 
use—Reinforced concrete construction with steel sash, factory 
type windows. 


—Three 9 ft. x 12 ft. heavy duty—located at each end and center of 
building. 
—(Steam) Three 250 H.P. Erie water tube boilers, vacuum return 


pumps, boiler feed pumps, return water storage tanks, pressure 
water storage tanks, etc. 


—Transformers, distribution panels, switches and lines for connected 
load of 600 H.P. 3 Phase—60 cy.—220-440 volts. Power secured 
from utilities corporation. 


—Vacuum return system. 


—Three sidings with 1350 feet of track and covered loading plat- 
form. Served directly by NICKEL PLATE RAILROAD. 


—Electric lighting circuits and fixtures intact; good water supply; 
~ pressure industrial gas; sprinkler fire protection system; auto 
call system. 


The offices are large and well arranged, with good light and 
ventilation. 


—The property can be leased or purchased on exceptionally 
attractive terms. 


—This plant is located on approximately seven acres of land in 
ckomo, Indiana, an attractive, modern city of about 36,000 
population, with excellent industrial facilities and ample labor. 


Vol. LI, No. 8 


KOKOMO INDUSTRIAL ASSOCIATION 


C. Leo Williams, Secretary 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A CODE FOR TRUCKERS 


E have no specific suggestions to make as to what 
the code on which those engaged in truck transpor- 
tation are working should contain and no desire to “take 
sides” in the controversy that has arisen, other than to 
say that the matter should be left in the hands of those 
engaged in transportation and should not be complicated 
or confused by the participation of those engaged merely 
in the manufacture or sale of trucks. This is a transpor- 
tation problem, pure and simple, and the interference of 
manufacturers, to the extent that they may have inter- 
fered, is as unwarranted in the matter of a code as it is 
in the matter of truck transportation regulation or pay- 
ment by the truckers for their use of the highway. Manu- 
facturers should have no part in the framing of a truck 
transport code and no part in the organization set up to 
police whatever code may be proposed. We think this is 
fundamental and, if it could be realized and put into 
practice, the problems that have thus far resulted in dis- 
agreement would be much simplified. 
Another problem that is causing trouble is that of 
whether the “for hire” trucks should be differentiated 
from others in the application of a code—and it is a real 
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problem. At first glance, it would seem that there ought 
to be little difficulty in this respect, on the theory that 
“for hire” trucks, either common or contract carriers, 
are engaged in transportation work and, therefore, ought 
to be treated as transport operators, whereas, a private 
truck or fleet of trucks used by a manufacturer or dealer 
merely in his own business is not essentially in the trans- 
portation business. But the matter is not quite so sim- 
ple as that. Take a brewery, for instance, that uses its 
own trucks to deliver its product to out-of-town custom- 
ers. The truck is a plant facility, but still it does a trans- 
portation job that would be done by a “for hire” truck 
did the brewer not own his own; it competes with the 
“for hire” truck. 

It would seem, however, that, if everybody were dis- 
posed to be reasonable, some sound basis for agreement 
could be reached on this matter; for instance, the “for 
hire” trucking business might subject itself to a code, 
leaving the private operation of trucks to be taken care 
of in the codes applied to businesses that use trucks, with 
a view to equalizing matters like wages and hours of 
labor so that the “for hire” trucks would not suffer from 
unfair competition. This, of course, would necessitate 
constant watchfulness on the part of the “for hire” truck- 
ers, after a code had been applied to them, to see that 
the codes applied to businesses using private trucks were 
properly framed—but the “new deal’ is necessitating a 
lot of worry and machinery not hitherto found necessary 
or thought sensible. 


BUSINESS RECOVERY 


UR opposition to the railroad coordinator law when 

it was first proposed was definitely and often ex- 
pressed; we have not changed our opinion; we still 
think it an abomination. It had behind it, however, as 
we said at the start, the laudable purpose of bringing 
about railroad economies in a time of business depres- 
sion, and one of our objections to the bill, as it traveled 
through Congress, was that this purpose was diverted, 
to great extent, by the concession to union labor when 
an amendment was inserted to provide that employment, 
as a result of the act, should not be reduced below the 
level of May, 1933. Even Coordinator Eastman himself, 
after he took office, explained that this amendment might 
handicap him in carrying out the chief purpose of the 
new law. Now, however, with the Roosevelt administra- 
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tion fondling its new love—national business recovery by 
means of expanding pay rolls so that employes will have 
more money to spend and thus bring about a return of 
prosperity—the old love is forgotten and we find the 
railroad coordinator himself, bound by the law under 
which he was created to bring about railroad economies, 
largely discarding that part of his function and appeal- 
ing to the railroads to hire more men. 

We do not know, of course, what instructions have 
been given to him or suggestions made to him by Presi- 
dent Roosevelt but, if those instructions or suggestions 
imply distortion of the terms and purposes of the coordi- 
nator law under which he is acting, and his protests at 
the inconsistency asked of him do not avail, he can al- 
ways resign; if the new purposes of the coordinator, no- 
where authorized or contemplated in the law, originate 
with himself, then he is a more inconsistent and illogical 
person than we thought him. The old policy that he was 
empowered and instructed to enforce may be wrong and 
the new recovery policy may be right, but we know of 
no theory by which an officer of the law, with certain 
duties to perform under the law, may decide such things 
for himself and then act contrary to the law. 

Of course, we agree that it is perfectly proper for 
the railroads to employ more men for the doing of needed 
work and that Mr. Eastman’s suggestions apply only to 
such work. Work that needs to be done should always 
be done if any way can be found to do it. We agree also 
that, if there is any question in the minds of the railroads 
as to the propriety, under the coordinator law, of their 
hiring more men to do such “needed work,” it might be 
natural for them to ask the coordinator for an opinion 
and that it would be perfectly proper for him to tell them 
that he, as coordinator, had no objection. But that would 
be quite different from the coordinator urging them, with- 
out any inquiry on their part, to put more men to work. 
That, as we have been at pains to point out, is not his 
function, though it is, to be sure, in line with what 
President Roosevelt seems to have had in mind when he 
transmitted the coordinator measure to Congress. In 
his message at that time he said: “Such a coordinator 
should also, in carrying out this policy, render useful 
service in maintaining railroad employment at a fair 
wage”; but in neither the bill transmitted with that mes- 
sage nor in the bill as finally passed by Congress was 
there anything authorizing the coordinator to do any 
such thing. However, the president had Coordinator 
Eastman induce the railroads to withdraw their proposal 
for an additional cut in pay and now Mr. Eastman has 
appealed to them to employ as many men as they need 
and can. These things may fit the views of the President 
but they do not fit the law authorizing and empowering 
the coordinator to do certain things—and certain things 
only. 

We do not know what the railroad attitude will be 
toward the demand of the coordinator for the employ- 
ment of more men for needed work and toward future 
demands of the same sort—the same sort, that is, in that 
they will be outside his function. In the immediate case, 
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we suppose the railroads will be glad to do the work that 
is needed and employ the men necessary to do it, if they 
can get the money—and, of course, the administration, 
if it wishes the program carried out, may have to come 
to their assistance through the Reconstruction Finance 
Corporation. But as to similar situations that may arise 
in the future, where the railroads may not be so Willing 
to carry out the administration program, we hope they 
will take the position that the coordinator is stepping 
out of his part and has no authority to tell them what to 
do. We say we hope so, but we would not bet on the 
hope. Railroads are notoriously complacent when conflict 
with the administration is at issue and, besides, the ad- 
ministration in this case wields a stick big enough to be 
respected even by persons of courage. 

By the way, which is the sounder policy in a de. 
pression—one of strict economy for individuals and in 
business, or one of expansion by shortening hours and 
giving more employment to workers? Naturally, the 
workers, both those who have jobs and those who have 
not, are for the latter. The former get shorter hours at 
the same pay and the Jatter get needed work. They make 
a formidable army in forming public opinion. The sur. 
prising thing to us is the way in which employers have 
“fallen for’ the new deal, not merely because they fear 
to disobey but, to great extent, because they actually 
seem to believe the plan will operate to restore prosperity 
and they will get their money back. Of course, a good 
many of them do not think at all, but assent to anything 
proposed by anybody because they are not competent or 
are too lazy to figure things out for themselves. Many 
also, though distrusting the plan, are actuated not only 
by fear of consequences if they refuse to cooperate, but 
by a genuine desire to give it a trial as a concrete pro- 
posal that might result favorably if everybody helped, 
even though they believe the contrary. 

We may be old fashioned, but our philosophy is that 
when times are bad the wise policy to follow is one of 
extreme economy in both personal and business affairs. 
One whose salary is cut or who has no salary should cut 
his expenses to the minimum; he should buy only neces- 
sities and as few of them as possible. The business man 
who finds himself approaching or into the “red” should 
trim salaries, cut his force, and do everything else pos- 
sible to reduce his costs. We know of no other sound 
method of weathering a storm, and that is the theory on 
which the coordinator law was conceived and enacted. 
It is the correct theory. The policy now being tried 
through the national recovery act may be all very well 
as a charity measure for the relief of the unemployed, 
but as a means of restoring prosperity we see nothing to 
commend it. Business may, for other reasons, so recover 
that no ill effects will be suffered and the recovery act 
may even receive credit for that development, if it comes 
about—as we hope and believe it will—but we believe 
that if and when business “comes back,” sound thinkers 
and close observers not subject to Roosevelt hysteria will 
have no difficulty in finding other ways than the national 
recovery act to account for it. 
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Current Topics in 
Washington 





Attorney General Cummings, off 
and on, since the bank holiday and 
the legislation against the hoarding 
of gold, has been threatening to put 
gold hoarders into jail. One of the 
threats was uttered within ten days. 

The threats remind one of the activity of the tin or copper- 
smith just prior to the performance of the marvel of making 
one piece of metal stick to another. Either the smith or his 
helper swings the charcoal fire pot more or less vigorously in 
an arc formed by a fully extended arm, as an antecedent to 
the operation. A few swings usually bring smoke from the 
charcoal in which fire has been smoldering. A_ successful 
swinger brings the charcoal to a heat sufficient to raise the 
temperature of the soldering iron to the point where it melts 
the solder. Then the miracle is accomplished. 

Thus far, the Attorney-General has not soldered any hoarder 
of gold in a prison cell. Nor had he, at-the time this was 
written, applied the soldering iron, in the form of an indict- 
ment or an information against a person suspected of hoarding, 
so that skeptical persons might judge whether the miracle 
of putting a hoarder into prison could be performed. 

Skepticism prevails among a number of folks as to whether 
the government could succeed in such a prosecution. One 
notable skeptic is former Senator Charles S. Thomas, of Colo- 
rado, who notified the federal district attorney in that state 
that he was hoarding $120 in gold. The Mississippi-born Colo- 
radan invited the district attorney to come and get him. Inti- 
mations attributed to Attorney General Cummings’ office were 
to the effect that the former senator and his hoarding were 
too insignificant to warrant use of the machinery of the law 
to put the 80-year-old former senator in jeopardy of his liberty, 
even for so good a cause as keeping gold in banks or in the 
Treasury of the United States. 


Cummings’ Fire Pot 
Smokes but Seemingly 
Has No Fire 





Coordinator Eastman has a 
new broom. With it he is sup- 
posed to sweep away things that 
cause needless expense to the 
calriers. It has always been thought virtuous for one to sweep 
in front of his own door. Inasmuch as he is a commissioner, 
for certain purposes, as well as coordinator, anything done or 
left undone that delays his work or the work of railroad em- 
ployes, it might be suggested, lies within the scope of his 
activities. 

He is familiar with No. 25376, Medusa Portland Cement 
Company vs. Ann Arbor et al. (elsewhere in this issue). Per- 
haps, however, he has not thought about that as causing waste. 
But he should look again. The first fact is that the ten com- 
missioners, other than himself, divided five and five on the 
applicability or non-applicability of the Jones rule for making 
rates by combinations in which only one increase is tolerated. 

That division meant that he, Joseph B. Eastman, coordina- 
tor, had to drop his work of pointing to the way of the elimina- 
tion of waste while he decided whether the complainant was 
or was not entitled to reparation for the difference between 
an untreated combination rate of 86 cents or a treated com- 
bination rate of 83.5 on one carload of cement shipped from 
York, Pa., to Trident, Mont. He decided that the treated rate 
Was applicable. Therefore, if the railroads decide to pay the 
reparation award of $12.54 without a fight in the courts, the 
complainant will get that much money. 

Chairman Farrell and Commissioners Mahaffie, Brainerd, 
Lee, and Tate dissented. 

The whole report is contained in two legal size mimeo- 
8raphed pages. About one-third of the second page is devoted 
to Setting forth the facts that Eastman participated in the 
disposition of the case and that the men mentioned dissented 
—and all over a claim, which, if paid, will give the complainant 
$12.54, at a cost to the country of probably twenty times that 
much, even if, as was the fact, the case was handled by the 
shortened procedure method. 

» rhe idea of ten men, each receiving $8,500 a year, giving 
ielr attention to such a thing to the extent of five voting 
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one way and five another, so they had to call in the eleventh 
$8,500 a year man, who is supposed to be giving his attention 
to the devising of ways to save hundreds of millions, to a 
man in Mars, if not in the Commission environs, might seem 
beyond the range of possibility. 

The law is supposed to disregard inconsequential things. 
It is true that application of the rule first laid down in the 
Sligo Iron Store case, immediately after the federal control 
period, was a thing that involved the possibility of hundreds 
of thousands, if not millions, in reparation. But there are those 
who believe that thing provoked mulishness among traffic men 
and lawyers so that, in the course of years, thousands of 
dollars have been wasted on disputes among traffic men, law- 
yers, and commissioners. 

In the eyes of many, the Commission’s seriousness in han- 
dling such things, commissioners chewing the ends of their 
pencils to write separate views, has become almost a scandal. 
A thought is that the commissioners in dozens of cases take 
themselves too seriously, rushing, as they do, to proclaim to 
the world that they do not agree with the conclusion reached 
by the majority or that they do not like the route traveled by 
the majority in arriving at the conclusion. 

Decisions to which long tails of separate expressions are 
attached may amuse. However, a thought is that the Commis- 
sion has no mandate to be amusing. 





Minimum wage statutes are not a nov- 
elty in the world, but it is believed that 
the national industrial recovery act requir- 
ing employers to deal with agents selected 
by employes or prospective employes to 
conduct collective bargaining is about as 
radical a departure from old American and British ideas as can 
be imagined. The law also confers on labor the right of col- 
lective bargaining. 

The requirement that employers negotiate about wages and 
hours of labor with men who may be personally or otherwise 
obnoxious to them is a severe restriction of the supposed free- 
dom of contract. Thus far, Americans have the right to Say 
with whom they will negotiate for a house, a life insurance 
policy, or a plot of ground in which to be buried. But in the 
matter of hours and wages an American who desires to hire 
men must negotiate with agents selected by those who want 
to hire themselves out to him. He cannot say he will negotiate 
only with those who may wish to be hired, either directly or by 
agents not objectionable to him. 

Leaders of the steel industry August 15 refused to confer 
with Frances Perkins, Secretary of Labor, in the presence of 
William Green, president of the American Federation of Labor. 
They were invited to confer with Secretary Perkins. They did 
not want to confer with Green, who said he was present in his 
capacity as member of one of the advisory boards, on labor, 
of the National Recovery Association. 

On that same day Justice Cox, of the Supreme Court of 
the District of Columbia, inferentially, but not specifically, up- 
held the constitutionality of the Nira by denying an injunction 
forbidding the enforcement of the “hot oil” regulations pro- 
mulgated by Secretary Ickes under the part of that statute for- 
bidding the transportation of petroleum produced in disregard 
of the laws of states having conservation statutes. The com- 
plainants asked for an injunction on the ground, among others, 
that forbidding the transportation of oil was not a regulation 
of interstate commerce, but a taking of property without due 
process of law. 

Few of those familiar with the matter regarded the litiga- 
tion with great seriousness. The general idea was that the 
test of constitutionality, if it came at all, would come on what 
they regarded as a more pertinent complaint. 

This legislation, intended to bring about increases in wages, 
if not in prices, is unlike earlier legislation. In Rome, and 
later in England in the middle ages, there was legislation in- 
tended to keep down prices and wages. Famine instead of over- 
production was a feature in the Roman world. The Emperor 
Diocletian had to keep down prices on account of famine con- 
ditions. 

The anti-trust laws of England were aimed at combinations 
of manufacturers and of workmen to force up prices and wages. 
The national industrial recovery act, conferring the right of 
collective bargaining, not only relieves combinations of laborers 
from the anti-trust laws, but affirmatively authorizes them to 
combine as to wages. Manufacturers, however, are still forbid- 
den to combine to bring about increases in prices to enable them 
to pay increased wages—a jug-handled arrangement, if not a case 
of “heads I win, tails you lose.” It means, if long continued, 
some are inclined to believe, that the government will have to 
provide the capital for productive enterprises, because private 
capital will not want investments in things in which the wage 
earners, by law, dictate the prices at which they will sell their 
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services but deny to the employers the right to obtain from 
the public, by combinations among thémselves, the money with 
which to pay the wages imposed on them by combinations 
among wage earners. 


A wonder provoking business fact 
has been reported to this government 
by R. D. Longyear, United States con- 
sul at Munich, the capital of Bavaria, 
in Germany. It is that there is an 
extraordinary demand from the United 
States for beer barrels from southern Germany, while the brew- 
ing industry in that land of supposed good beer has been little 
affected by the changed situation in this country. 

Americans appear to desire Munich beer barrels but have 
shown no particular desire for the beer, which, in Bavaria, 
must be brewed of hops and malt alone. Bavaria is so jealous 
of the reputation of ‘‘Munchener bier” (Munich beer), that in- 
gredients other than malt and hops are not tolerated by the 
statutes. That is not true of other parts of Germany. They 
know about substitutes for malt when barley is high. The 
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Bavarians, however, insist that beer can consist of nothing 
other than malted barley and hops in their various brews. 

In May the United States imported 65,480 beer barrels, of 
which 38,000 came from Germany.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 5 totaled 
613,112 cars, according to the car service division of the Amer- 
ican Railway Association. This was a decrease of 25,284 cars 
below the preceding week this year but an increase of 116,486 
cars above the corresponding week in 1932. It was, however, 
a reduction of 121,618 cars below the corresponding week in 
1931. 

All commodities showed reductions under the preceding 
week except ore, and merchandise less than carload freight. 
All commodities showed increases over the corresponding week 
last year except grain and grain products. 

Miscellaneous freight loading the week ended August 5 
totaled 216,990 cars, a decrease of 11,602 cars below the pre- 
ceding week, but an increase of 40,651 cars above the corre- 
sponding week in 1932. It was, however, a decrease of 63,369 
cars under the same week in 1931. 

Loading of merchandise less than carload lot freight totaled 
172,923 cars, an increase of 516 cars above the preceding week, 
and 5,946 cars above the corresponding week last year, but 
41,532 cars under the same week two years ago. 

Grain and grain products loading totaled 29,529 cars, a 
decrease of 3,836 cars below the preceding week, 7,703 cars 
below the corresponding week last year and 16,891 cars below 
the same week in 1931. In the western districts alone, grain 
and grain products loading for the week ended August 5 totaled 
19,046 cars, a decrease of 4,784 cars below the same week last 
year. 

Forest products loading totaled 27,396 cars, 171 cars below 
the preceding week, but 13,143 cars above the same week. in 
1932, and 38 cars above the same week in 1931. 

Ore loading amounted to 29,188 cars, an increase of 2,555 
cars above the week before, and 23,235 cars above the corre- 
sponding week in 1932, but 4,858 cars below the same week 
in 1931. 

Coal loading amounted to 115,322 cars, a decrease of 12,684 
cars below the preceding week due in part to the miners’ 
strike in Pennsylvania; but an increase of 36,918 cars above 
the corresponding week in 1932, and 6,886 cars above the same 
week in 1931. 

Coke loading amounted to 6,731 cars, 28 cars below the 
preceding week, but 4,186 cars above the same week last year, 
and 2,365 cars above the same week two years ago. 

Live stock loading amounted to 15,033 cars, a decrease of 
34 cars below the preceding week, but 110 cars above the same 
week last year. It was, however, a decrease of 4,257 cars below 
the same week two years ago. In the western districts alone, 
loading of live stock for the week ended on August 5 totaled 
11,679 cars, an increase of 370 cars compared with the same 
week last year. 

All districts reported increases in the total loading of all 
commodities compared with the same week in 1932 except the 
central western, which showed a small reduction. All districts 
reported decreases compared with the corresponding week in 
1931, except the Pocahontas, which showed an increase. 

Revenue freight loading by districts the week ended August 
5 and for the corresponding period of 1932 was reported as 
follows: 


Eastern district: Grain and grain products, 5,115 and 6,720; live 
stock, 1,419 and 1,520; coal, 22,658 and 17,689; coke, 1,641 and 749; 
forest products, 1,914 and 1,433; ore, 3,614 and 1,583; merchandise, 
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L. C. L., 47,983 and 43,998; miscellaneous, 53,714 and 39,601; tota) 
1933, 138,058; 1932; 113,293; 1931, 161,629. : 
Allegheny district: Grain and grain products, 3,153 and 3,190; live 
stock, 1,022 and 1,139; coal, 28,601 and 19,336; coke, 2,929 and 957. 
forest products, 1,521 and 799; ore, 5,694 and 516; merchandise, L, C, 1,’ 
35,055 and 33,725; miscellaneous, 50,787 and 33,827; total, 1933, 128,769: 
1932, 93,489; 1931, 143,443. . 
Pocahontas district: Grain and grain products, 190 and 290; live 
stock, 168 and 187; coal, 37,413 and 23,172; coke, 285 and 131; forest 
products, 764 and 387; ore, 286 and 19; merchandise, L. C. L., 5,29 
and 4,858; miscellaneous, 4,888 and 4,188; total, 1933, 49,277; 1932, 33,239. 
1931, 46,738. ? 
Southern district: Grain and grain products, 2,025 and 3,202; live 
stock, 745 and 768; coal, 15,352 and 10,648; coke, 342 and 188; forest 
products, 7,834 and 4,462; ore, 560 and 72; merchandise, L, C. L., 29,19) 
and 27,747; miscellaneous, 27,764 and 24,320; total, 1933, 83,813; 1939 
71,407; 1931, 102,939. ; 
Northwestern district: Grain and grain products, 8,881 and 8,513; 
live stock, 4,441 and 3,431; coal, 3,795 and 2,779; coke, 1,298 and 316; 
forest products, 6,947 and 2,998; ore, 18,000 and 3,114; merchandise, 
a, .. 19,879 and 20,547; miscellaneous, 23,494 and 21,693; total 
1933, 86,735; 1932, 63,337; 1931, 104,604. ‘ 
Central western district: Grain and grain products, 7,477 and 
11,584; live stock, 5,921 and 6,266; coal, 4,616 and 3,031; coke, 118 ang 
133; forest products, 4,969 and 2,360; ore, 821 and 564; merchandise 
L. C. L., 22,982 and 23,508; miscellaneous, 33,650 and 33,242; total! 
1933, 80,554; 1932, 80,688; 1931, 111,469. 

Southwestern district: Grain and grain products, 2,688 and 3,733; 
live stock, 1,317 and 1,612; coal, 2,887 and 1,749; coke, 118 and 71; 
forest products, 3,447 and 1,814; ore, 213 and 85; merchandise, L. C. L., 
12,550 and 12,594; miscellaneous, 22,693 and 19,522; total, 1933, 45,913; 
1932, 41,180; 1931, 63,908. 

Total, all roads: Grain and grain products, 29,529 and 37,232: live 
stock, 15,033 and 14,923; coal, 115,322 and 78,404; coke, 6,731 and 2,545; 
forest products, 27,396 and 14,253; ore, 29,188 and 5,953; merchandise, 
L. C. L., 172,923 and 166,977; miscellaneous, 216,990 and 176,339; total, 
1933; 613,112; 1932, 496,626; 1931, 734,730. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1931 
2,873,211 
2,834,119 


Four weeks in January 

Four weeks in February 

Four weeks in March 1,841,202 
Five weeks in April............ 2,504,745 
Four weeks in May 
Four weeks in June 
Five weeks in July 
Week ended August 5 613,112 


16,329,569 


496,626 
16,537,150 


PROGRESS ON I. C. C. BUILDING 


Work on the new government building which is to house 
the Interstate Commerce Commission has progressed to the 
point where government officials now expect the building to be 
ready for occupancy not later than March, 1934. It may be that 
it will be ready before that time, possibly shortly after the 
first of the year. A description of the new home of the Com- 
mission was published in The Traffic World of March 19, 1932, 
pps. 605-6. The corner-stone laying ceremonies were participated 
in by President Hoover, December 15, 1932. It is one of the 
group that will be occupied by the Post Office Department, the 
Department of Labor, and the Commission. The building now 
occupied by the Commission at Eighteenth Street and Pennsyl- 
vania Avenue, N. W., is rented by the government. When the 
Commission moves into its new quarters, unless the government 
wishes to retain it for other purposes, the building will be re- 
turned to the owner. The new Commission building is situated 
at Constitution Avenue and Twelfth Street, N. W. It was in- 
cluded in the gigantic federal building program authorized by 
Congress several years ago, the idea being that the government 
should not be a tenant. Many of the government departments 
have béen housed in rented buildings. Another phase of the 
matter was the desire to have as many of the government de- 
partment buildings in one group as possible, and the new build- 
ings are being or have been constructed in the triangle between 
Pennsylvania Avenue, Constitution Avenue and Fifteenth Street. 






PASSENGER FOURTH SECTION 


The Commission, by division 2, on Aug. 16, promulgated 
fourth section order No. 11337, reduced passenger fares from 
the southeast, dated June 2, based on application No. 15148, 
filed by C. B. Rhodes, authorizing the carriers, until June 16, 
to establish and maintain passenger fares from New Orleans, 
La., and points in Alabama, Mississippi and Florida to destina- 
tions throughout the United States, without regard to the fourth 
section and to continue, until June 16, joint fares from, to and 
via the territory indicated, fares without regard to the aggre 
gate of intermediates provision of the fourth section. 

The order was necessary to enable southern railroads to 
put into effect the reduced passenger fares upon which they 
had determined without waiting to bring them into line with 
the fourth section pending the making of tariff provisions neces 
sary to “clear” fourth section departures. Its belated issuance 
was due to a failure of the routine machinery to operate as 
intended. 
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Decisions of Interstate Commerce Commission 





PETROLEUM REPARATION 


[IVIDING five to five on the question of petroleum reparation, 

the Commissioh, in No. 23508, mountain-Pacific oil cases, 
had to call on Commissioner Eastman to break the deadlock. 
He voted to award reparation based on a finding of unreason- 
ableness in rates on petroleum products from the north Pacific 
coast and points in Wyoming, Montana, Utah, California, Mis- 
sour, Kansas and Oklahoma to Idaho destinations, to Nyassa, 
Ore, and Butte and West Yellowstone, Mont., since Oct. 30, 
1931. This report is on further hearing, the former report 
being in 192 I. C. C. 599. 

The Commission gave the name “mountain-Pacific oil cases” 
to a number of complaints heard together, namely, No. 23508, 
Public Utilities Commission of the State of Idaho vs. O. S. L. 
et al.; No. 23760, C-B Oil Co. et al. vs. A. T. & S. F. et al.; 
a sub-rnumber thereunder, Camas Oil Co. et al. vs. Same, and 
No. 23831, Burley Home Oil Co. et al. vs. C. M. St. P. & P. 
et al. 

In the former report the Commission found unreasonable 
the rates for the future on refined products from and to some 
of the points hereinbefore mentioned to the extent they might 
exceed rates made on the basis of the so-called mountain-Pacific 
scale set forth in that report. Rates on the same basis were 
determined to be reasonable maxima from points in California 
and Wyoming to Salt Lake City, Ogden and Provo, Utah, and 
from Cody, Greybull and Casper, Wyo., to Montana and within 
Montana. 

Reparation was not determined in that report. Reparation 
was claimed by the parties to No. 23831, No. 23760 and the 
sub-number thereunder, and by an intervening petition filed 
by the Goodman Oil Co. in No. 23508 on shipments from points 
in Washington and Oregon, Kansas City, Mo., and points in 
Utah, Wyoming, Montana, California, Kansas and Oklahoma to 
destinations in Idaho, mostly on the Oregon Short Line in 
southern Idaho, to Nyassa, Ore., and to Butte and West Yellow- 
stone, Mont. 

In this report reparation was awarded on the basis and for 
the period mentioned, Oct. 30, 1931, being the effective date of 
rates prescribed in the so-called Montana case, 176 I. C. C. 
707. That was one of a large number of cases reviewed in this 
report as foundation for the conclusion that reparation should 
be awarded, not for the whole statutory period in each case, 
but from Oct. 1, 1931. 

The report announced, before separate views were stated, 
that Commissioner Eastman participated in the disposition of 
these cases. Chairman Farrell concurred in the decision except 
as to the Oct. 1, 1931, part of it. Dissents were written by 
Commissioners Meyer and Tate. Commissioner Mahaffie joined 
in the Meyer expression and Commissioners Lee and Miller in 
the Tate dissent. 


OIL TO MINNESOTA 


The Commission, in No. 20674, Redwood County Oil Co. vs. 
C. & N. W. et al., and sub numbers thereunder, S. J. Sampson, 
doing business as Morgan Oil Co., vs. Same, E. J. Bellig and 
C. E. Schmid, copartners doing business as Lamberton Oil Co., 
vs. Same, Wabasso Oil Co. vs. Same, Christ Linder and C. W. 
Abraham, doing business as Echo Oil Co. vs. M. & St. L., O. N. 
Johnson Co. vs. Same, Balaton Oil Co. vs. C. & N. W. et al., 
Scenic City Cooperative Oil Co. vs. Same, Revere Cooperative 
Oil Co. vs. Same, E. J. Bellig and C. E. Schmid, doing business 
as Springfield Oil Co., vs. Same, and Farmers Oil Co. vs. Same; 
and No. 20946, Brown County Oil Co. et al. vs. A. & S. et al.; No. 
23915, White Eagle Oil Corporation vs. A. T. & S. F. et al.; and 
No. 24118, Brown County Cooperative Association et al. vs. 
C. & N. W. et al., has found unreasonable rates on gasoline and 
other petroleum products from points in the Midcontinent field 
to destinations in southeastern Minnesota. It has prescribed 
new ones effective not later than November 9, and awarded 
reparation, 


These cases were closely related to and in fact involved 
rates from and to the same points considered by the Commis- 
sion in A. B. A. Independent Oil Co. vs. A. T. & S. F., 172 1. C. C. 
375, and White Eagle Oil & Refining Co. vs. A. T. & S. F. et al., 
152 I. C. C. 169, 163 I. C. C. 734. 

In those cases the Commission said it appeared that the 
rates to some destinations in southeastern Minnesota were 








higher than those contemporaneously maintained to St. Paul, 
Minz., and many destinations intermediate thereto. 

Following the decision in the White Eagle and the A. B. A. 
cases the Commission found that such of the rates assailed in 
these cases on gasoline and other petroleum products taking 
the same rates as were not embraced in its findings and orders 
in the cases named were and for the future would be unreason- 
able to extent they exceeded or might exceed (a) from group 2, 
43 cents prior to August 20, 1930; and 40 cents on and after that 
date; (b) from group 3, 43 cents prior to July 20, 1927, 45 cents 
from and including that date to August 20, 1930, and 42 cents on 
and after the later date; and (c), from the North Texas group, 
48.5 cents prior to August 20, 1930, and 44.5 cents on and after 
that date. 

The Commission further found that the rates on fuel oil 
and other low-grade petroleum products taking the same rates 
for the future would be unreasonable to the extent they might 
exceed 80 per cent of the contemporaneous rates on gasoline. 

Among the large sums ordered by the railroads to be paid 
as reparation on or before October 5, were the following: Auto 
Gas & Supply Co., $1,462.76; Brown County Cooperative Oil 
Association, $2,571.77; Community Oil Co., $1,179.78; Tri-County 
Cooperative Oil Association, $1,041.57; and Wood Lake Coopera- 
tive Oil Co., $1,357.87. Interest is to be paid on all the sums 
mentioned. 

Chairman Farrell wrote a concurrence. Commissioners Lee 
and Tate wrote dissents. Commissioner Mahaffie noted a dissent. 





EASTBOUND COAL RATES 


Age of the adjustment, more than thirty years, and lack 
of conviction on the part of the Commission that a reduction 
in the coal rates involved would regain a substantial volume 
of traffic for the railroads, are the outstanding facts on which 
the Commission based its dismissal of No. 23430, Central Penn- 
sylvania Coal Producers’ Association et al. vs. Baltimore & 
Ohio et al. and the cases joined with it. (See Traffic World, 
Aug. 12.) Popularly the cases are known as the eastbound 
coal rate case. The other cases joined with it are: No. 23430- 
Sub. No. 1, Western Pennsylvania Coal Traffic Bureau et al. vs. 
B. & O. et al.; No. 21077, New England Paper & Pulp Traffic 
Association et al. vs. B. & M. et al.; No. 23024, State of New 
Hampshire vs. B. & O. et al.; No. 23808, Hercules Cement Cor- 
poration et al. vs. Reading Co. et al.; No. 23489, Chamber of 
Commerce of Chambersburg vs. B. & O. et al.; No. 23489-Sub. 
No. 1, Landis Tool Co. et al. vs. B. & O. et al.; fourth section 
application No. 14326 and portions of the following: Nos. 1570, 
1571, 607, 1771, 4303, 2020, 3974, 3499, 1788, 1824, 774, 487, 1590, 
272, 606, 3512, 4973, 4978, 4979, 4981, 3914, 979, 980, 983, 984, 
2028, 1561 and 928. 

Although technically not a contest between operators in 
Pennsylvania, Maryland and northern West Virginia trans- 
shipping coal via ports, Baltimore and north, on the one hand, 
and operators sending their coal through Hampton Roads ports 
on the other, the proceeding had many of the aspects of such 
a case. The northern operators, for instance, used the trans- 
shipment rates of the Virginian, a Hampton Roads line, as the 
foundation for scales they said should be used. They also used 
tractive effort of engine figures pertaining to the northern and 
southern sets of carriers to support their contention that the 
rates of the northern line should be reduced. 

The Commission, in the report written by Commissioner 
Meyer, applied the so-called Virginian rates to northern traffic 
to show the losses of revenue the northern lines would suffer, 
if they were used. It pointed out infirmities in the tractive 
effort figures and then said that on the whole it had to be 
concluded that the tractive effort studies did not sustain the 
northern operators’ contention that operating conditions on the 
Pocahontas lines serving the Hampton Roads ports were no 
more favorable than on the northern tidewater routes. 

The Commission said that the northern lines urged that 
even as small a reduction as 10 cents a ton, which, on the basis 
of the 1929 tonnage, would amount to about $5,500,000 annually, 
would seriously affect them. On the basis of the 1929 tonnage, 
they added, the proposed Virginian track delivery scale, applied 
to the average short tariff route distances to the principal 
destination groups in trunk line territory, would result in a 
revenue decrease of approximately $11,300,000. They said the 
proposed Virginian scale of transshipment rates, applied in the 
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same manner to the 1929 transshipment tonnage to New York 
harbor and the outside-the-capes tonnage transshipped at Phila- 
delphia and Baltimore, would result in a reduction of about 
$1,850,000; and the Virginian track-delivery scale would result 
in a revenue reduction of about $3,500,000 to New England des- 
tinations. These reductions totaling $16,650,000, the northern 
lines said, would be on approximately 75 per cent of the 1929 
movement. If the Virginian scales were applied as proposed 
by the northern operators the reduction in revenues, the Com- 
mission said, would be greater. 


In general terms, Commissioner Meyer said, the complain- 


ants alleged that the track delivery rates (local delivery as 
distinguished from deliveries for transshipment) on coal from 
mines in Pennsylvania, Maryland and northern West Virginia 
to destinations in trunk line and New England territories, east 
of the Genesee River, Johnsonburg, Lock Haven and Lewistown, 
Pa., and Cumberland, Md., were unreasonable and, as between 
destinations, unduly prejudicial and preferential. In addition 
the rates to some destinations in New England were alleged to 
be in violation of section 4. 

Transshipment rates to the Atlantic ports were alleged to 
be in violation of sections 1, 2 and 3. The cases were heard 
and argued jointly with complaints filed with the Pennsylvania 
commission of a character similar to those with respect to in- 
terstate traffic in the title complaint and the sub-number there- 
under. 

The rates assailed, Commissioner Meyer said, were grouped 
as to origins and destinations. The northern fields, he said, 
were divided into base and differential districts, the rates from 
the latter being differentially higher than those from the former. 

The annual movement under the rates assailed, 1925 to 
1929, inclusive, the report said, averaged about 65,000,000 net 
tons. The Commission said that but few complaints had been 
made about the adjustment, adding that it had been in effect 
practically unchanged since 1901 when a new group was carved 
out of the older ones. 

Specifically, the Commission found not unlawful the inter- 
state track delivery rates from mines in Pennsylvania, Mary- 
land and northern West Virginia to destinations in trunk line 
and New England territories, except that the rates from the 
Cumberland-Piedmont-Meyersdale district of $2.71 a gross ton 
to Chambersburg and Greencastle, Pa., were unreasonable for 
the future to the extent they might exceed $2.46 a gross ton. 
That rate is to be made effective not later than Sept. 25. To 
that the Commission said the surcharge might be added. 

A similar finding was made as to transshipment rates from 
the complaining districts to New York, Philadelphia and Bal- 
timore. Nos. 23430 and a sub-number thereunder, 21077, 23024, 
and 23808 were dismissed. 

Continuance of fourth section relief, somewhat narrowed 
by circuity limitations, was authorized in fourth section order 
No. 11320, bituminous coal to New England. Some of the fourth 
section applications were filed in 1910 when the fourth section 
was amended so as to deprive the carriers of the power to dis- 
regard the long and short haul part of that section, if in their 
opinion circumstances at the more distant point were dis- 
similar from those at intermediate points. Specifically, the car- 
riers were authorized to continue rates not lower than the pres- 
ent ones from the Clearfield district to Boston, Mass., and other 
points on navigable water taking rates of $3.59 or more a gross 
ton; also rates from other mining districts to the same destina- 
tions observing the present relationship of rates between the 
districts; to continue rates from the Clearfield and related dis- 
tricts to points on the main line of the Boston & Albany, West- 
field to Framingham, Mass., both inclusive, the same as the 
lowest rates applicable over other routes, but not lower than 
the present rates applicable over the other routes; to establish 
a rate of $5 a ton from the Clearfield district and rates related 
thereto by the same differentials as in the present rates from 
the other districts to Berlin and Groveton, N. H.; to continue, 
over circuitous routes, from groups in the Clearfield and re- 
lated districts rates the same as the lowest rates applicable 
over shorter lines or routes, but not less than the lowest rates 
at present in effect over the shorter lines; to applicants in No. 
14326, to establish rates from the Westmoreland and related 
districts to destinations on the New Haven in connection with 
the route embracing the Pittsburgh & Lake Erie through 
Yungstown, O., the same as those applicable over other routes, 
but not lower than the present rates over the other routes. 
The relief granted is subject to the lowest combination and 50 
per cent circuity limitation. 

The Commission in its conclusions said the group and dif- 
ferential adjustment here considered was similar to most other 
coal rate adjustments. Commercial and carrier competition, 
the report said, had been largely responsible for such adjust-- 
ment and that generally distance had not been a controlling 
factor in determining the measure of either the base or differ- 
ential rates. Accordingly, it added, the reasonableness of the 
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level of such an adjustment could not be measured properly 
either by mileage or by the level of similar adjustments jp 
other sections of the country where commercial and competitive 
considerations had influenced the adjustments in differing 
degrees. 

“The adjustment here assailed,” said Commissioner Meyer 
“has stood for many years with relatively few changes and has 
been exceptionally free from complaints by either operators oy 
consumers. Neither the grouping nor the rates in this inter. 
related adjustment should be disturbed by us except upon a 
clear showing of unlawfulness, and such a showing has not beep 
made here.” 

Commissioner Meyer said that although considerable top. 
nage had been lost to other sources of energy and to tidewater 
coal from Hampton Roads, the record contained no facts which 
warranted a conclusion that any substantial amount of that 
tonnage could be regained by a reduction in the rates. The 
record, he said, did show the adverse effect that even a slight 
reduction in the. rates would have on defendants’ financja] 
condition, which was serious. 

The transshipment rates to Hampton Roads ports, Mr. 
Meyer said, were not here in issue, but in the Eastern Bitumi- 
nous Coal case, 140 I. C. C. 3, he added, the relation of those 
rates to the transshipment rates here considered was found 
not improper. The present spreads between the Hampton Roads 
rates and the rates under question, he said, were the result of 
competition between the producers in the northern and south. 
ern fields, the carriers which served them and the ports through 
which their shipments moved. It seems manifest, said Com. 
missioner Meyer, that the same competitive influence which 
had resulted in those spreads, which generally had remained 
constant for many years, would also serve to maintain them, 
regardless of the rate level. 

Chairman Farrell, with whom Commissioners Lee and Tate 
joined, dissented because, as he said, the fourth section relief 
granted ignored the limitation upon the Commission’s authority 
to grant such relief contained in the equidistant clause of the 
fourth section. 

Commissioner McManamy, dissenting, said that if Penn- 
sylvania coal was to hold its place in the market in competi- 
tion with coal which moved at a lower rate and with substitute 
fuels it would have to be given similar consideration to that now 
being contemplated for Pennsylvania anthracite. Those rates 
to New England and southern New York are being reduced. 
Commissioner McManamy said it was his view that the rates 
assailed were too high, based on either the cost or the value of 
the service, and that further loss of production and of tonnage, 
in the near future, would force the readjustment which the 
majority here found the Commission had no power to make. 

Commissioner Miller did not participate in the disposition of 
these cases. 








LIVESTOCK CHARGES 


In No. 24875, Hygrade Food Products Corporation vs. Santa 
Fe et al., the Commission has found live stock consigned to 
complainant at the Union Stock Yards, Chicago, not subject to 
yardage charges in instances where delivery was or is taken 
at the unloading pens. Reparation was awarded. 

The Commission further found that switching charges ap- 
plicable to the placement for delivery of carloads of live stock 
at complainant’s plant at Chicago had not been shown to be 
unreasonable or otherwise unlawful. 

Commissioners Lee, Meyer, Porter, Mahaffie, and Miller dis- 
sented as to the finding as to the yardage charges. 


VEHICLE CONTAINER RATES 


In I. and S. 3797, vehicle container rates in southwest, the 
Commission, by division 2, has found not justified proposed 
ferry truck rates of the St. Louis Southwestern between St. 
Louis and points in Arkansas and Shreveport, La., without 
prejudice to filing of new schedules between St. Louis and 
Blytheville, Jonesboro, Little Rock, North Little Rock, and Pine 
Bluff, Ark., in accordance with views expressed in the report. 
The rates were proposed to meet motor truck competition. The 
Commission said the burden was on respondent to show that 
the proposed rates would be compensatory and, thus, would 
not impose a burden on other traffic. It said respondent had 
failed to sustain that burden in respect of the proposed rates 
where only one vehicle would be loaded on a car, but that 
the proposed rates would be compensatory for a minimum of 
two vehicles on a Car. 

It was found further that the proposed rates were not lower 
than reasonably necessary to enable respondent to meet motor 
truck competition and would not disrupt existing relations be- 
tween the rates from St. Louis and the rates from Memphis any 
more than was reasonably necessary to enable respondent to 
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meet such competition. The vehicles covered by the schedules, 
to be loaded on cars, with contents, are motor trucks, trailers, 
gemitrailers, truck, or trailer bodies. 


COMMISSION REPORTS 
Cullet 


No. 25644, Blatz Brewing Co. vs. C. & N. W. et al. By 
division 3. Dismissed. Rates charged, cullet, Milwaukee, Wis., 
to Terre Haute, Ind., applicable and not unreasonable. 


Asphalt Flooring, Etc. 

No. 25610, National Bridge Material Co. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rates, asphalt flooring, pav- 
ing boards or planks, Dayton, O., to destinations in Iowa and 
Kansas, not unreasonable. 


Structural Steel 


No. 25604, Missouri Valley Bridge & Iron Co. vs. C. St. P. 
M. & O. et al. By division 3. Dismissed. Rate, structural steel, 
Indiana Harbor, Ind., fabricated in transit at Leavenworth, Kan., 
and forwarded to Faith, S. D., not unreasonable. 


Waterproof Footwear 
No. 25574, Servus Rubber Co. vs. Alton et al. By division 
5. Dismissed. Ratings in official, southern, and western classi- 
fication, canvas rubber-soled and waterproof footwear, carloads 
and less-than-carloads, not unreasonable. 


Topless Onions 


No. 25516, Grovier-Starr Produce Co. et al. vs. A. V. I. et al. 
By division 3. Dismissed. Rates, onions, without tops, car- 
loads, points in New Mexico to destinations in Kansas, not 
unreasonable or otherwise unlawful. 


Lumber 
No. 25504, Richardson Lumber Co., Inc., vs. L. & N. et al. 
By division 5. Rates, lumber, Florence, Sheffield, Tuscumbia, 
and Russellville, Ala., to Columbia and Otey, Tenn., not un- 
reasonable or unduly prejudicial, except rate, Russellville to 
Columbia and Otey, unreasonable in the past to the extent they 
exceeded 16 cents. Reparation awarded. 


Skelp Iron or Steel 


No. 25494, United Welding Co. vs. B. & O. et al. By divi- 
sion 3. Rates, skelp iron or steel, carloads, Coatesville, Pa., 
to Middletown, O., inapplicable. Applicable rate found to have 
been $7.90 a gross ton. Reparation awarded. 


Radiators 
No. 25468, American Radiator Co. vs. A. C. L. et al. By 
division 3. Dismissed. Rates, cast-iron radiators, North Bir- 
mingham, Ala., to destinations in official territory not unreason- 
able or in violation of section 4 of the interstate commerce act. 


Cattle and Calves 


No. 25229, Finley and Co. vs. A. T. & S. F. et al. No. 25243, 
W. H. Driggers et al. vs. Same, and a sub-number thereunder, 
Same vs. Same. By division 3. Rates, range or stocker cattle 
and calves, points in Texas and New Mexico to destinations in 
Kansas and Colorado, unreasonable on shipments that moved 
prior to January 25, 1932, to the extent they exceeded the fol- 
lowing: From Saragosa to Brookville, Council Grove, Junction 
City and Carnerio, 55 cents, and to Keats, 56 cents; from Pyote 
to Barnard 54.5 cents, and to Brookville and Skiddy, 52.5 cents; 
from Kent to Junction City, 56 cents; from Cuervo to Cassoday, 
46.5 cents; and from Las Vegas to Thatcher, 27 cents. The 
carload minimum charge, the report said, was to be on the 
basis of 20,000 pounds for a 36-foot 7-inch car, and for cars of 
greater or lesser lengths the carload minimum to be on basis 
of weights determined by the addition thereto of 525 pounds for 
each additional foot or fraction thereof over 36 feet 7 inches, 
or by the subtraction of 525 pounds for each foot or fraction 
thereof under 35 feet 7 inches. If the actual weight cannot be 
determined charges are to be based on the minimum weight 
of the size of the car ordered plus 10 per cent. Reparation 
awarded. 

Wrought Pipe, Etc. 


No. 25192, Carl B. King Drilling Co. vs. A. T. & S. F. By 
division 3. Rate, wrought-iron pipe, Oklahoma City, Okla., to 
Gallup, N. M., not unreasonable. Rate, oil-well drilling outfits, 
Oklahoma City to Gallup, unreasonable to the extent it exceeded 
$1.32. Reparation of $411.96 awarded. 


Ground Sawdust 


No. 25136, South Atlantic Lumber Co. et al. vs. B. & O. 
et al. By division 2. Rates, ground sawdust, carloads, Louis- 
burg and Graham, N. C., to Philadelphia, Pa., Newark and 
Jersey City, N. J., and New York City, Long Island City and 
Maspeth, N. Y., unreasonable for the future to the extent they 
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may exceed 23.5 cents to Philadelphia, 26.5 cents to Newark and 
Jersey City, and 28.5 cents to New York City, Long Island City, 
and Maspeth, from Louisburg; and from Graham to the extent 
they may exceed 25 cents to Philadelphia, 28.5 cents to Newark 
and Jersey City, and 30 cents to New York City, Long Island 
City, and Maspeth, minimum not in excess of 34,000 pounds. 
Emergency charges, the report said, might be added. New 
rates are to be effective not later than November 11. 


Liquid Asphalt 
No. 24582, Union Asphalt Co. vs. A. & S. et al. By division 
3. Dismissed. Rates, liquid asphalt, in tank cars, El Dorado, 
Ark., to destinations in Texas, Oklahoma, Louisiana, Missouri 
and Kansas, not unreasonable or otherwise unlawful. 


Coal 

No. 23514, Hall Construction Co. vs. L. & N. et al. By 
division 3. Upon further hearing, rate charged, coal, Alabama 
mines to Attapulgus, Ga., unreasonable to the extent it exceeded 
$2.87. Reparation of $2,730.96 awarded. Further hearing was 
necessary after the finding of unreasonableness was first made 
in the prior report, 178 I. C. C. 507, on account of the refusal 
of the carriers to certify Rule V statements. Commissioner 
Brainerd noted a dissent. 


Glass Reparation 

No. 19013, Willingham-Tift Lumber Co. et al. vs. A. & V. 
et al. By the Commission. Upon further hearing, amounts 
of reparation due to parties to this proceeding under the find- 
ings in Southwestern Cases, 185 I. C. C. 7, determined. Com- 
missioner Mahaffie wrote a separate concurrence and Commis- 
sioner Lee dissented in part, Commissioner Miller did not 
participate in the case. 

Prepared Roofing Reparation 

No. 17642, El Paso Freight Bureau et al. vs. A. T. & S. F. 
et al., and a sub-number, Momsen-Dunnegan-Ryan Co. vs. Same. 
By division 3. Upon further consideration, determined that 
complainants, except the El Paso Freight Bureau, were entitled 
to reparation of $3,917.27 on account of unreasonable rates, pre- 
pared roofing, building and roofing paper, asphalt, and related 
articles, East St. Louis, Madison, and Chicago, IIl., New Orleans, 
La., and Lockland, O., to El Paso, Tex., the finding of unreason- 
ableness having been made in the prior report, 188 I. C. C. 775. 


Iron Pipe Bends 

No. 25674, Midwest Piping and Supply Co., Inc., vs. B. S. L. 
& W. etal. By division 3. Rates, iron pipe bends and fitfings, 
St. Louis, Mo., to Houston and Baytown, Tex., inapplicable. 
Applicable rate found to have been 42 cents. Reparation of 
$341.20 awarded. 

Tubs, Etc. 

No. 25420, Menasha Woodenware Corporation vs. A. & W. 
et al. By division 3. Dismissed. Rates and ratings, wooden 
butter and lard tubs, pails, kits, and tubs other than butter and 
lard, carloads, Menasha, Wis., to destinations east of the Illinois- 
Indiana line, not unreasonable. 


Road Oil 
No. 25355, Lone Star Asphalt & Petroleum Corporation of 
Texas et al. vs. A. & W. et al. By division 3. Dismissed. 
Rates, road oil, tank cars, and in drums and barrels, carloads, 
El Dorado, Ark., to destinations in Texas, not unreasonable 
or otherwise unlawful. Commissioner Lee concurred. 


Automobiles 

No. 24343, Moore Brothers et al. vs. C. B. & Q. et al. By 
division 3. Dismissed. Rates, automobiles, Detroit, Pontiac, 
and North Flint, Mich., and Wagon Works, O., to points in Ne- 
braska and Kansas found applicable and not unreasonable or 
otherwise unlawful. 

Beans and Squash 

No. 24570, Leslie Gamble et al. vs. Pennsylvania et al. and 
No. 23355, I. Kardonsky vs. Same et al. Dismissed. Upon 
rehearing findings in title case, 185 I. C. C. 707, affirmed. Rate, 
one carload, beans, South Bay, Fla., to New York, N. Y., not 
shown to have been unreasonable. Chairman Farrell dissented. 


Rough Marble Slabs 


No. 25224, Pennsylvania Marble & Mosaic Corporation vs. 
Pennsylvania ef al. By division 5. Dismissed. Rate charged, 
rough marble slabs, Long Island City, N. Y., to East Liberty, 
Pa., and feconsigned to Cheswick, Pa., applicable. Reconsign- 
ment charge, $6.30, inapplicable. Chairman Farrell dissented. 


Common Brick 


No. 25226, National Brick Co. vs. C. & N. W. et al. By 
division 5. Dismissed. Rates, common brick, Chicago, and 
Chicago rate points, Weber Station, and Deerfield, Ill., to inter- 
state destinations between 150 and 500 miles from Chicago not 
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shown to have been unreasonable or unduly prejudicial. Chair- 


man Farrell wrote a separate concurrence. 


Cottonseed 

No. 24834, Buckeye Cotton Oil Co. vs. I. C. et al. By di- 
vision 3. Rates, cottonseed, points in Louisiana to Jackson, 
Miss., unreasonable in the past to the extent they exceeded 
or exceed, after Nov. 3, 1928, until the time the rates pre 
scribed in No. 17000, part 8, Hoch-Smith cottonseed, its products 
and related articles, 188 I. C. C. 605, become effective the fol- 
lowing: From Quimby, 16.5 cents; Wainwright Spur, 19.5 cents; 
Bread Spur and Mer Rouge, 21 cents; Bosco and Jonesville, 
21.5 cents; and Jonesboro and Chatham, 24.5 cents. Reparation 
awarded. Rates for the future were prescribed in the Hoch- 
Smith proceeding. Commissioner Lee, concurring, said he felt 
the decision herein should have been withheld awaiting the 
decision on the reparation feature in the Hoch-Smith proceed- 
ing, rates in accordance with which have not yet gone into 
effect. 

Bananas 

No. 25379, Dawson Produce Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Rates, bananas, Laredo, Tex., to points 
in Oklahoma, not unreasonable. 


Newsprint Paper 

No. 23826, Public Utilities Commission of the State of 
Idaho et al. vs. O. S. L. et al. By division 3. Rates, newsprint 
paper, points in Oregon and Washington to Weiser, Payette, 
Nampa, Boise, Glenn’s Ferry, Montpelier and Buhl, Ida., un- 
reasonable to the extent they may exceed 39.5 cents to Weiser 
and Payette; 43 cents to Nampa and Boise; 47.5 cents to 
Glenn’s Ferry; 61 cents to Montpelier and 55.5 cents to Buhl, 
all on a minimum of 50,000 pounds. Present rates to Twin 
Falls, Pocatello, Idaho Falls and St. Anthony not unreasonable. 
New rates are to be effective not later than November 9. 
Commissioner Brainerd dissented, pointing out that the rates 
prescribed for the future, about 23 per cent of first class, were 
to be contrasted with rates ranging from 27.5 per cent to 50 
per cent of first class which had been found not unreasonable. 


Bituminous Sand 


No. 24936, O. A. Smith Agency, Inc., vs. I. C. et al. By 
the Commission. On reconsideration, finding in 191 I. C. C. 
737, that rates on crude sand with 2 or 3 per cent natural 
bituminous content, Big Clifty, Ky., to Ironton, O., and Mil- 
waukee, Wis., were unreasonable, affirmed and _ reparation 
awarded. Commissioner Eastman, the report said, participated 
in the disposition of this case. Commissioners Aitchison, Lee, 
Brainerd and Mahaffie dissented. 


Brick, Etc. 

No. 25299, Polenske Brothers, Schellak & Co. et al. vs. C. & 
N. W. et al. By division 3. Rates, brick and related articles, 
Hastings, Neb., to destinations in Wyoming and South Dakota, 
unreasonable to the extent they exceeded or may exceed to 
destinations in Zone III in South Dakota 12 per cent of the 
corresponding first class rates prescribed in the western trunk 
line class rate revision, minimum 60,000 pounds, and to Sub- 
zone III in Wyoming to the extent they exceeded or may 
exceed rates constructed in like manner as those prescribed to 
Zone III, destinations in Wyoming, for the purposes of this 
case, to be considered as in Zone III. New rates are to be 
made effective not later than November 11. Reparation awarded. 
Commissioner Brainerd wrote a separate concurrence. 


Iron and Steel 


No. 25497, Missouri Valley Bridge & Iron Co. vs. A. T. & 
S. F. et al. By division 3. Rates, iron and steel articles, Indi- 
ana Harbor, Ind., and South Chicago, Ill., to Riverton, Wyo., 
fabricated in transit and material added at Leavenworth, Kan., 
unreasonable to the extent they exceeded or may exceed 93 
cents on the transit commodities from Indiana Harbor and 
South Chicago, and 79 cents on the non-transit commodities from 
Leavenworth plus the authorized transit charges. New rates 
are to be effective not later than October 10. Reparation of 
$123.76 awarded. Commissioner Lee dissented. 


Flaxseed Reparation 


No. 22690, Fredonia Linseed Oil Works Co. vs. A. & S. et al. 
By division 3. Rates, flaxseed, Minnesota, Iowa, Missouri, Kan- 
sas, Oklahoma, Nebraska, Colorado, the Dakotas, Montana and 
Wyoming to Fredonia, Kan., not unreasonable, with exceptions 
hereinafter set forth. Complainant not shown to have been dam- 
aged by alleged undue prejudice. The case was treated as if 
connected with Fredonia Linseed Oil Work Co. vs. A. & S., 169 
I. C. C. 443, with reparation as the essential matter in it. The 
exceptions are that the rates on flaxseed, points in Oklahoma to 
Fredonia, there crushed in transit and shipped beyond as linseed 
cake or meal, to points in Kansas and Missouri, were unreason- 
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able to the extent they exceeded 112 per cent of the rates op 
wheat prescribed in Oklahoma Corporation Commission vs. A. g 
S., 101 I. C. C. 116; from Jefferson City, Mo., to Fredonia, products 
shipped to destinations in Kansas, 30.5 cents; on fixaseed from 
Atkinson, Nebr., to Fredonia, there crushed in transit and shipped 
beyond as linseed meal or cake to Fort Worth and Houston, Tex, 
66 and 73 cents, respectively; and on flaxseed from Valentine, 
Gordon, and Chadron, Nebr., and Van Tassell, Wyo., to Fredonia 
there crushed in transit and shipped beyond as linseed meal 
or cake to Little Rock, Ark., Fort Worth and Houston, 60, 60, 62 
and 71 cents, respectively, to Little Rock, 69, 69, 71 and 80 cents 
respectively, to Fort Worth, and 75.5, 75.5, 78 and 87 cents, re. 
spectively, to Houston. Reparation awarded. Commissioner 
McManamy wrote a separate concurrence in part. 


Cement 


No. 25376, Medusa Portland Cement Co. vs. A. A. et al. By 
the Commission. Rate, carloads, cement, York, Pa., to Trident, 
Mont., inapplicable. Rate of 43.5 cents plus a 1 cent emergency 
charge found applicable. Reparation of $12.54 awarded. Com- 
missioner Eastman participated in the disposition of this case, 
Chairman Farrell and Commissioners Mahaffie, Brainerd, Lee 
and Tate dissented. 

Contractors’ Outfits 


No. 25568, Mountain State Construction Co. vs. D. & R. G. W. 
By division 3. Dismissed. Rates, contractors’ outfits and rock 
crusher machinery, between points in New Mexico and Colorado 
not unreasonable. 
Paper Boxes 


No, 24078, Carolina Cotton & Woolen Mills Co. et al. vs. 
Southern et al. By the Commission. Report by Commissioner 
Tate. Rates, paper boxes, corrugated, knocked down fiat, car- 
loads, Richmond, Va., to Spray and Leaksville, N. C., unreason- 
able prior to March 27, 1931, but not thereafter, to extent they 
exceeded 34 cents, minimum 24,000 pounds, subject to rule 34. 
Reparation awarded. Commissioner Lee wrote a special con- 
currence, and Commissioner McManamy dissented in part, Com- 
missioners Meyer and Aitchison joining in the McManamy views. 


China Clay 

No. 24813, Parker-Young Co. vs. C. of G. et al. By division 
3. Rates, kaolin or china clay, Gordon and Winthrop, Ga., to 
Lincoln, N. H., inapplicable. Applicable rate, $12.27 a net ton, 
unreasonable to extent it exceeded 16 per cent of the present 
first class rate; rate, imported china clay, Portland, Me., to 
Lincoln, unreasonable to extent it exceeded or may exceed 19 
per cent of the present first class rate plus a charge of 50 cents 
a ton for handling from shipside to cars, at Portland. Repara- 
tion awarded. Commissioner Lee dissented in part. New rates 
to be effective not later than November 16. 


Sheep 


: _No. 25040, A. F. Wenger vs. A. T. & S. F. et al. By di- 
vision 4. Rates, sheep, Mosquero, N. M., to Galatea, Colo., in 
single and double deck cars, and to Kansas City, Mo., in 
double deck cars, inapplicable. Applicable rates unreasonable 
as follows: On the single deck carloads to Galatea to extent it 
evceeded 45 cents, minimum 12,000 pounds; on the double 
deck carloads to Galatea to: extent it exceeded 36 cents, min- 
imum 22,000 pounds; and to Kansas City to extent it ex- 
ceeded 68 cents, minimum 22,000 pounds. Reparation awarded. 
Commissioner Mahaffie dissented. 


Beer 


No. 25135, Increases in intrastate freight rates, part 7, Mon- 
tana. By the Commission. Supplemental report modifies prior 
report, 186 I. C. C. 615, and order requiring maintenance on 
intrastate commerce in Montana rates not lower than those 
then in force plus surcharges corresponding to the surcharges 
maintained on the interstate traffic modified so as to except 
therefrom intrastate transportation, beer, and returned empty 
containers in carloads and less than carloads. Modification 
was desired by carriers because beer from breweries at Great 
Falls and Missoula was being moved almost entirely by trucks 
due to the absence of truck competitive commodity rates. The 
order reopening this case was promulgated the same time as 
the report modifying the prior order. Commissioner Aitchison 
wrote a concurrence. 

Power Shovel 


No. 25259, Bucyrus-Erie Co. vs. N. Y. C. et al. By divi- 
sion 3. Rate, power shovel, set up, Erie, Pa., to Dannemora, 
N. Y., unreasonable to extent it exceeded 41 cents. Repara- 
tion of $84.52 awarded. Commissioner McManamy wrote a 
concurrence in part. 


Cement 


Fourth Section Application No. 14990, Cement to Ada, Okla., 
and Okay Junction, Ark. By Division 2. Carriers parties to 
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Johanson’s I. C. C. Nos. 2323 and 2486, authorized in Fourth 
gection Order No. 11336, to establish and maintain propor- 
tional rates, cement, portland, natural or hydraulic, from St. 
Louis, Mo., and E. St. Louis, Ill., to Ada, Okla., and Okay Junc- 
tion, Ark., without observing the long and short haul part of the 
fourth section, the same as those applicable on like traffic over 
the direct lines or routes constructed on the basis of 4.5 cents 
under the local rates from and to the same points and maintain 
higher rates at intermediate points, provided that the rates to 
the higher rated intermediate points shall be subject to the 
customary lowest combination limitation and that the relief 
shall not include intermediate points as to which the haul of 
the petitioning line or route is not longer than the direct line 
between the competitive points and that relief shall not apply 
to any line over which the distance is more than 50 per cent 
sreater than the distance over the short line. 


Petroleum 


Fourth Section Applications Nos. 14495, 14736, and 14869, 
petroleum to Illinois. By division 2. Carriers authorized in 
Fourth Section Order No. 11335, to continue or to establish and 
maintain rates, petroleum and its products, from the southwest 
and related territories to Weber, Evanston and Noithfield, IIl., 
and points grouped therewith without observing the long and 
short haul part of the fourth section subject to the lowest com- 
bination and usual circuity limitations. 


Coal 


Fourth Section Applications Nos. 14396 and 13299, Coal to 
Mississippi. By division 2. Gulf, Mobile & Northern and other 
carriers authorized in Fourth Section Order No. 11334, to es- 
tablish and maintain rates, coal, Alabama mines to East Moss 
Point, Moss Point and Pascagoula, Miss., without regard to the 
long and short haul part of section 4 over routes B and C from 
Brilliant, Ala., the same as contemporaneously in effect over 
other lines from Brilliant to Pascagoula and Kreole, but not 
less than $2.25 a ton, and from groups 2 and 5 in Alabama to 
Moss Point and Pascagoula, over the Southern or the Alabama 
Great Sonthern and Southern to Mobile, thence Gulf, Mobile & 
Northern to Evanston and Mississippi Export beyond, the same 
as the rates contemporaneously in effect to Pascagoula, but not 
less than $2.25 a ton. 

Machinery and Yarn 


No. 25560, Fairfax Mills vs. A. & W. P. et al. By division 3. 
Dismissed. Charges, one mixed shipment, textile machinery and 
cotton yarn, Philadelphia, Pa., to Fairfax, Ala., not unreasonable 
or unduly prejudicial. 


Coal 


No. 24326, Nebraska State Railway Commission vs. C. B. 
& Q. et al., embracing also No. 24257, The Colorado & New 
Mexico Coal Operators’ Association vs. A. V. I. et al.; and two 
sub-numbers thereunder, The Routt County Coal Operators’ As- 
sociation vs. A. V. I. et al., and The Northern Colorado Coal 
Producers’ Association vs. A. V. I. et al. By division 4. Dis- 
missed. Rates, coal, from Colorado and northern New Mexico 
producing districts to destinations in Nebraska, Kansas, and 
southeastern Wyoming not unreasonable or otherwise unlawful. 


PRIVATE CAR HEARING 


The hearing in Chicago before Director Bartel and Exam- 
iner Berry in the private car case—ex parte 104, private freight 
cars, practices of the carriers affecting operating revenues or 
expenses, and I. and S. 3887, use of privately owned refrig- 
erator cars—was concluded, subject to further call, August 16. 
(See Traffic World, Aug. 12, p. 259.) It was not thought likely 
that there would be a further hearing, though the possibility 
that the Commission might desire additional evidence on some 
points was suggested and, in bringing the hearing to an end, 
Director Bartel said no dates for briefs would be set until 
there had been time for consideration of some of the matters 
involved. Questioned as to what he had in mind in this con- 
nection, he said it might be possible to settle some of the phases 
of the case without carrying them through all the formal Com- 
mission channels. 

The possibility of radical revision in practices surrounding 
the use of private cars, apart from such action as might be 
taken in the investigation and suspension proceeding, was in- 
dicated by various remarks about “abuses.” Director Bartel 
several times directed attention to the fact that the record 
indicated that mileage payments of the railroads had risen 
rapidly in recent years, particularly calling attention to the 
fact that they had risen sharply in the period of the depres- 
sion, when the volume of traffic was on the downgrade. He 
said he was not certain as to the explanation, but the implica- 
tion in his remarks was that something was “wrong” and that 
it should be corrected. 
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Rapid expansion in the practice of shippers using private 
refrigerator cars Was among the outstanding features developed 
by the testimony. It was clearly indicated that shippers, in 
comparatively large numbers, had been discovering that, under 
prevailing conditions, transportation costs could be cut by the 
use of private cars. This was shown to be possible by several 
variants of leasing arrangements. Numerous witnesses testi- 
fied that cars were leased at monthly rentals, with the under- 
standing that all the mileage accumulated by the car was cred- 
ited to the shipper. The rental paid to the car line might be 
fifty dollars a month and the car might earn seventy dollars 
a month on the mileage basis. The car line kept up the cars, 
made repairs, and gave the shipper a car according to that ship- 
per’s specifications, so that the shipper received, in effect, a 
“bonus” of twenty dollars a month for using that car, rather 
than a railroad car. In the meantime, railroad refrigerator cars 
were idle. In recent years, it was shown, as one shipper found 
that his competitor was making money out of the private car, 
he sought to effect similar arrangements. 

According to some of the witnesses, refrigerator cars were 
being used to ship commodities requiring no protection or ven- 
tilation other than afforded by the standard box car. Instances 
of special service in connection with the movement of private 
cars, such as tracing of empty leased cars, were recorded. 

Detailed facts as to operation, handling, and distribution 
of other types of private cars were developed, as well as con- 
ditions surrounding the use and the reasons for their use. Some 
extension of the practice of using privately owned stock cars 
was shown. 

Rebuttal evidence in support of the suspended rule in Dem- 
born’s perishable protective tariff No. 6, limiting the use of the 
private refrigerator car, was introduced the end of last week 
by M. J. Gormley, president of the American Railway Associa- 
tion, and further support was supplied by a number of repre- 
sentatives of shippers, the private car lines, and others. 

Mr. Gormley dealt with what he called the “practical” 
aspects of the situation justifying the tariff, and the reasons for 
the exception with respect to cars owned by the packers. The 
railroads had always held themselves out to supply shippers of 
dairy products, other than the packers, with equipment, he said, 
whereas, they had never done so for the packers. The latter, 
he said, had not contributed to the situation that brought about 
filing of the tariff; they had assumed the entire cost and re- 
sponsibility of supplying their own equipment, and, Mr. Gorm- 
ley held, it would be unfair to them to take away the privilege 
after they had invested their money in the equipment. Excep- 
tion of the packers from application of the rule, he declared, 
was not a vital issue, despite the talk of discrimination. Testi- 
mony as to the ambiguity of the tariff and discrimination that 
would result from its approval was described by him as “win- 
dow dressing, or a smoke screen.” 

“The great big principle involved in this thing is how are 
we going to handle this for the future,” he said. “Are we 
going to indulge in competitive practices between private car 
lines and try to put each other out of business, or are we 
going to put it on a sound business basis, so that everyone 
knows what he is going to do in the future?” 

Full support of the American Railway Association proposal 
was given by Lester N. Selig, president of the General Amer- 
ican Transportation Corporation, largest of the strictly private 
interests in the private car field. He gave his views of the 
function of the private car line and the situation the suspended 
tariff was intended to correct. He took issue with statements 
of previous witnesses that the private car lines would be de- 
stroyed if the tariff were allowed to take effect. Rather, he 
held, they would be destroyed and the ability of the railroads 
to provide adequate equipment would be seriously impaired if 
it were not allowed. 

“Our opinion of the economic function of the private car 
line,” he explained, “is the supplying of various suitable refrig- 
erator cars to shippers through the railroads, acting either as 
the refrigerator car supply department of railroads not having 
cars, or supplementing the railroads’ car supply when needed. 
In either event, the private car line is thus enabled to give 
the shippers, through the railroads, a specialized refrigerator 
car service, as to quantity and quality of equipment, which would 
be an ideal arrangement for all concerned.” 

He testified that his company, through its subsidiaries, had 
contracts with a large number of railroads for supplying their 
refrigerator equipment and also leased cars to individual 
shippers. 

“If shippers of perishable products are to have sufficient 
and adequate equipment,” he declared, “the private car lines 
must be preserved. Under existing circumstances, the car 
lines cannot continue indefinitely to furnish enough cars of 
varying types in suitable condition, because the losses they 
are now sustaining will ultimately either force them out of 
business or so greatly affect the standards of maintenance and 
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replacement that, from the point of view of real service to 
the railroads, car lines might as well not exist.” 

The “wild scramble” of the last few years to lease cars to 
shippers on any terms, he said, had resulted in a steady decline 
in the monthly rental figures until they had no relation to the 
cost of car ownership. If car companies were to continue to 
function, he held, they must receive not less than the full 
mileage allowance. The present allowance of 2 cents a mile 
for refrigerator cars, he said, was barely enough to cover the 
cost of adequate service, 

He stated it as his view that, contrary to a large volume 
of testimony of another kind, diversion of traffic to the high- 
ways would not be great if the limitations set by the suspended 
tariff were allowed to take effect. In any event, he said; it 
was not the function of the car line to equalize rail rates with 
truck rates through the surrender of mileage. 

“As soon as participation in mileage is eliminated,” he 
added, “many of the alleged special requirements will disappear.” 

In support of the exception of packers’ cars from the work- 
ing of the proposed rule, J. B. Scott, general manager, Armour 
Car Line, and assistant to vice-president in charge of transpor- 
tation, Armour and Company, said he had never heard it charged 
that packers’ cars were not handled efficiently, and that the 
cost to the railroads of supplying the packers with equipment 
would be much greater than the 2-cent mileage allowance they 
were paying. The nature of the packing business was such that 
the packers, owning their own cars, could protect the maximum 
tonnage with a minimum car supply, he argued. If the railroads 
attempted to supply them with cars, he said, they would have 
to provide “many times” the number of meat cars with which the 
packers were able to do the job. 

On the subject of alleged discrimination that would result 
from allowing the packer the use of private cars and not other 
classes of dairy shippers, he said: “The country dairy shipper 
would not be discriminated against under the exception because, 
as testified, he would be supplied with suitable cars, of suitable 
dimensions, while the packer would be at a disadvantage, in 
that his cars are general service cars.” 

Something of a squabble was occasioned by the introduc- 
tion of a report on a study of mileage allowances made at the 
direction of the American Railway Association by George C. 
Randall, chairman of the general committee of the transporta- 
tion division, A. R. A. He was challenged by various repre- 
sentatives of car lines as not representing the A. R. A. and it 
was pointed out that the report and study had not been ap- 
proved by the directors of the association. 

Detailed testimony dealing with special types of equipment 
and justification for their private operation was introduced by 
a number of shipper representatives, including Ross D. Rynder, 
Swift and Company attorney; George A. Blair, general traffic 
manager, Swift and Company; E. A. Jack, general traffic man- 
ager, Aluminum Company of America; H. M. Mabey, general 
traffic manager, Mathieson Alkali Works, and E. A. Francis, 
traffic department, International Harvester Company. 

Among others, the following also testified, many of them 
in response to Commission requests: George Williams, freight 
traffic manager, D. & R. G. W.; R. T. Bradford, superintendent 
of transportation, D. & R. G. W.; P. W. Johnston, superin- 
tendent of transportation, Erie; J. L. Brown, general superin- 
tendent of transportation, Milwaukee; Warren S. Andrews, as- 
sistant vice-president, Southern Railway; Sam Laud, controller, 
General American Transportation Corporation; Leroy Kramer, 
vice-president, General American Tank Car Corporation; J. F. 
Porterfield, general superintendent of transportation, Illinois 
Central; F. W. Green, vice-president, operation, Cotton Belt; E. 
J. Roth, Fruit Growers’ Express Company, Western Fruit Ex- 
press Company, Burlington Refrigerator Express Company, and 
National Car Company; William A. Fisher, statistician specially 
employed by the American Petroleum Institute; B. C. Graves, 
vice-president, Union Tank Car Company; A. T. Lowmaster, gen- 
eral manager, C. & O.; C. E. Kamman, superintendent of trans- 
portation, American Refrigerator Transit Company; C. E. Hall- 
berg, superintendent of car service, C. & N. W.; L. H. S. Rob- 
lee, vice-president, Palace Live Poultry Car Company, and L. C. 
Mather, president, Mather Stock Car Company. 


HOCH-SMITH GRAIN HEARING 


The jig saw puzzle craze may or may not have come and 
gone, but market representatives at the Hoch-Smith grain hear- 
ing in Chicago, before Examiners Mackley and Hall, continued 
this week without noticeable change of ardor, if any, to try to 
fit their own particular pieces into that daddy of all the jig 
saw puzzles, the grain rate adjustment in western territory, on 
which they have been working since some years before the 
era of the depression and the blue eagle. D. L. Kelley, appear- 
ing for South Dakota interests, completed the outline of what 
he thought should be done with the pieces he brought with 
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him, and was followed by W. B. Wheat, traffic manager, Peorjg 
Board of Trade; Otto Mortensen, traffic manager, Cargill Eleva. 
tor Company; Frank B. Townsend, director of traffic, Minne. 
apolis Traffic Association, and toward the close of August 17, 
J. S. Brown, manager of the transportation department of the 
Chicago Board of Trade, who began clearing space for some 
47 pieces he had disguised in the form of exhibits. 

For the most part, Mr. Wheat expressed satisfaction with 
the existing adjustment, emphasizing that any changes to be 
made should maintain the present relative adjustment betweep 
Peoria, St. Louis, and Chicago. The only important modifica- 
tion in the existing adjustment which he actively sought had 
to do with rates from northern Iowa to Peoria, in which cop. 
nection he asked that the rates be revised. He outlined three 
origin groups there, from which he asked that the rates to 
Peoria be made one, two, and three cents under the rates from 
the corresponding territories to Chicago. He further suggested 
that it might be desirable to equalize the rates from Sioux City, 
through Peoria, to the east, with those through Chicago from 
Sioux City to the east. He pointed out that, under the decision 
of the Commission in the so-called “part 7 adjustment,” the 
existing relationship between St. Louis and Peoria had been 
disturbed on traffic to the southeast by reason of the 9-cent 
rate established between Kansas City and St. Louis. In the 
event that rate should be reinstated, he asked for a 6-cent pro- 
portional, Peoria to St. Louis, 

On the general principle of a rate adjustment limited to 
proportionals beyond and between markets, or a system of 
through rates with transit, he held that Peoria’s situation was 
differentiated from that of the other markets as it was, in 
effect, “in between” two adjustments, Peoria taking the same 
rates as Chicago from the northwest and being two cents under, 
on traffic from the Missouri River. The interests he repre- 
sented wanted both through rates, with transit, and proportional 
rates, he said, favoring the former if there was to be one 
exclusive type of adjustment. 

If Illinois rates were to be considered a part of the case, 
he said, the Commission should prescribe maximum rates only, 
giving the carriers permission to align the rates to Chicago 
and St. Louis, on the one hand, to the eastbound adjustment, 
on the other. 


Considerable testimony was introduced by Mr. Mortensen 
in support of a proposal to extend the rate applicable to Chi- 
cago and Manitowoc, Wis., to Green Bay, Wis., and Duluth. 
On a movement from Omaha to Duluth, he held, transit should 
be allowed at Minneapolis, and he generally favored granting 
transit over all reasonably direct routes. He went farther in 
that connection than a number of the market representatives, 
in that he thought transit should be granted under through 
rates, even though the through rate was less than the combina- 
tion of rates on the market. That has been opposed by Omaha 
and Kansas City representatives, as well as by others. Not 
only did he ask that Green Bay be placed on the same basis 
as Manitowoc, on traffic from Omaha, but asked for transit 
at Green Bay, with the wheat rates applicable to the product 
on the movement east, if milling took place there. However, 
he said, if it was not possible to obtain both transit and the 
Omaha-Green Bay rate no higher than the Omalha-Manitowoc 
rate, then he was willing to give up the transit. 


Mr. Mortensen’s request for rates to Green Bay, from 


Omaha, no higher than applied to Manitowoc was seconded by 


Mr. Townsend, who introduced numerous mileage exhibits in jus- 
tification. He was particularly insistent that the Green Bay rates 
should apply via Minneapolis, with transit, and contended for 
a general adjustment from the Missouri River markets to west- 
bank lake Michigan ports, applying via Minneapolis. The de- 
tails of his proposals in that connection were quite complicated, 
but they centered around a suggestion that the Missouri River 
markets be grouped, on the origin end, and the lake Michigan 
ports, on the other. Contingent on the reestablishment of a 
9-cent rate, Kansas City to St. Louis, prescribed in the com- 
mission’s decision in the case, he asked for a 9-cent propor- 
tional, “Minneapolis to Green Bay, basing that request on a 
distance of 288 miles between Minneapolis and Green Bay, as 
against a short-line distance of 277 miles from Kansas City 
to St. Louis. 


FINAL VALUATIONS 


Valuation No. 1117, Arcadia & Betsey River Railway Co., opinion 
No. B-840, 43 Val. Rep. 141-150. Final value for rate-making pur- 
poses of the property owned and used for common carrier purposes, 
found to be $235,000, as of December 31, 1927. : 

Valuation No. 1108, Detroit, Caro & Sandusky Railway Co., opin- 
ion No. B-841, 43 Val. Rep. 151-61. Final value for rate-making pur- 
poses of the property owned and used for common carrier purposes, 
found to be $750,000, as of December 31, 1928. oa 

In Valuation No. 1098, Fore River Railroad Corporation, opinion 
No. B-845, Val. Rep. 43, 193-204, the Commission, by division 1, has 
found final value for rate-making purposes, as of December 31, 1927, 
as follows: Owned and used, $225,000; used but not owned, $136,250. 
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Proposed Reports in I. C. C. Cases 





KANSAS CITY STATION CASE 


XAMINERS H. H. Wilkinson and Chester E. Stiles, in a pro- 

posed report in No. 15682, Missouri-Kansas-Texas Railroad 
Co. vs. Kansas City Terminal Railway Co., have recommended 
that the Commission fix the compensation to be paid by the com- 
plaining railroad to the terminal company for the use of that 
part of the Kansas City passenger and freight terminals at Kan- 
sas City which the Commission said the Katy was entitled to 
use on the basis of the fair value of the property used plus a 
proportionate share of the expenses incurred in the operation 
of the terminals. The order of the Commission permitting the 
Katy to use the property was effective July 1, 1929. Compensa- 
tion proposed by the examiners relates back to that time and 
since that date. 

The compensation recommended by the examiners is $184,000 
a year as representing the Katy’s proportion of interest on the 
fair value of the property; one-twelfth of the real and personal 
taxes on that part of the terminals of which the Katy has acquired 
the use, and if the taxes for that portion of the terminals are 
not separable, then one-twelfth of such percentage of the taxes 
as the fair value of the entire terminals, found by the examiners 
to be $41,701,635, plus $76,991, as value of leased property. 

Other expenses, the examiners propose, shall be divided on 
that one-twelfth basis, with credit, on the same basis, to the Katy, 
of the return from rentals and concessions in the terminals. In 
addition the examiners say the Commission should further find 
that the petitioner’s proportion of use of the terminal facilities, 
covered by the order of May 13, 1929, shall be determined in 
the same manner and by the same methods as were used by 
the respondent subsequent to July 1, 1929, under the terms of 
the operating agreement for determining the extent of the use 
and the proportion of operating expenses payable by each using 
line, including the M-K-T. 

The case arose when the federal court decided that the 
Katy was not bound by the operating agreement under which 
the terminals were built. When the court so determined the 
question of compensation was remitted to the Commission, which 
before that time had provided for continued use of the terminal 
by the Katy pending disposition of the law questions. The 
terminals company claimed compensation at the rate of about 
$400,000 a year based upon a valuation of $60,000,000, of which the 
Katy was held to use one-twelfth. 


LIVE STOCK TRANSIT CASES 


; In a proposed report: on a group of cases denominated 
“Live Stock Transit Cases,’ Examiner William A. Disque has 
made recommendations with respect to transit rules on live 
stock. The report covers No. 25123, St. Louis Live Stock Ex- 
—— vs. Alton et al., and other complaints hereinafter set 

rth. 

Eleven of the cases, said Examiner Disque, directly con- 
cerned almost entirely the western carriers’ transit rules which 
prohibit or fail to authorize the application of through rates, 
less than the combination of locals, on edible live stock, stopped 
at stockyards on the way to ultimate destination to be sorted, 
graded, mixed, and /or sold in transit at such stopping points. 
The remaining case, he said, presented question of whether 
arrangements permitting slaughter in transit on the basis of 
through rates should be required. 

Dealing with the subject of preference of Denver, Ogden, 
and Salt Lake City, Mr. Disque said the record established 
that the maintenance of less favorable transit arrangements 
at the midwestern markets than at Denver, Ogden and Salt 
Lake City did not result in undue prejudice. He expressed 
the view that in the interest of harmony, simplicity, uniformity 
and coordination, the carriers serving Denver, Ogden and Salt 
Lake City should voluntarily cancel their sorting, grading and 
mixing arrangements, and continue sale-in-transit arrangements 
no more favorable than those hereinafter prescribed as reason- 
able for application at other public markets. 

As to preference of private markets, Mr. Disque said the 
record established that the maintenance by each individual 
carrier of less favorable transit arrangements at the midwestern 
markets with respect to the traffic covered by the complaints 
than it allows at private markets results in undue prejudice. 
He said the unlawful situation should be corrected and such 
arrangements as were to be permitted should be covered by 
Specific tariff provisions and those provisions adhered to. 





He proposed that rates on stockers and feeds from western 
points to Wichita, the same as apply on other live stock, be 
found not unduly prejudicial. 

A further proposed finding is that defendants’ rules pro- 
hibiting in the west, except at certain points, diversion and 
reconsignment at through rates where live stock changes owner- 
ship at public markets, be found unreasonable. He recom- 
mended that diversion and reconsignment, with sale-in-transit 
arrangements, be required to be permitted at a charge of $15 
a car in addition to the switching charges. He said further 
that defendants’ failure to provide at Denver and Missouri 
River cities what were practically slaughter-in-transit arrange- 
ments on eastbound live stock be found not to be unduly pre- 
judicial to western packers. 

In addition to No. 25123, the report covers the following 
complaints: No. 25449, Saint Joseph Stock Yards Company vs. 
Abilene & Southern Railway Company et al.; No. 25449 (Sub.- 
No. 1), Kansas City Live Stock Exchange et al. vs. Alton Rail- 
road Company et al.; No. 25449 (Sub.-No. 2), Union Stock Yards 
Company of Omaha (Limited) et al. vs. Chicago & North West- 
ern Railway Company et al.; No. 25449 (Sub.-No. 3), Saint Paul 
Union Stockyards Company vs. Alton Railroad Company et al.; 
No. 25449 (Sub.-No. 4), Sioux City Stock Yards Company et al. 
vs. Alton & Eastern Railroad Company et al.; No. 25449 (Sub.- 
No. 5), Armour & Company et al. vs. Atchison, Topeka & Santa 
Fe Railway Company et al.; No. 25449 (Sub.-No. 6), Wichita 
Live Stock Exchange Association et al. vs. Alton Railroad Com- 
pany et al.; No. 25449 (Sub.-No. 7), Texas & Southwestern 
Cattle Raisers’ Association et al. vs. Missouri-Kansas-Texas 
Railroad Company et al.; No. 25449 (Sub.-No. 8), American 
National Live Stock Association et al. vs. Alton Railroad Com- 
pany et al.; No. 25449 (Sub.-No. 9), Fort Worth Stock Yards 
Company vs. Missouri-Kansas-Texas Railroad Company et al.; 
and No. 25968, Chicago Live Stock Exchange vs. Alton Railroad 
Company et al. 

The cases have been assigned for argument before Division 
2 of the Commission in Washington October 18-20. Exceptions 
must be filed with the Commission and copies served so as to 
reach opposing counsel on or before September 27, and replies 
thereto, on or before October 14. 


FOURTH SECTION IN TEXAS 


A proposal that the Commission permit fourth section re- 
lief on export and coastwise movements of cotton linters, 
including second-cut linters, and cottonseed hull fiber or shav- 
ings from points of origin in Texas to Galveston and Texas City 
in relation to Houston, Tex., and on sugar, bagging and other 
commodities between Texas and Louisiana, on the basis of not 
less than 75 per cent of the columns (rates) proposed by the 
carriers, has been made by Examiner R. G. Taylor in a report 
on fourth section application No. 14712, cotton linters, cotton- 
seed hull fiber and shavings to Texas ports and applications 
joined with it. The other applications are No. 14855, sugar from 
Texas points, and No. 14862, canned goods, cotton bagging, 
cotton bale ties and buckles in Texas. 

In the title application the carriers, by A. C. Fonda, sought 
authority to establish and maintain to Galveston and Texas 
City, the same export and coastwise rates on cotton linters, 
including second cut linters, as were applicable to Houston, 
from origins in Texas more than 210 miles distant from Hous- 
ton; and to maintain in connection with such rates the same 
fourth section departures as those existing in connection with 
rates to Houston, the latter being covered by fourth section 
order No. 9600, which authorized relief with respect to rates 
constructed on the bases prescribed or approved in Consoli- 
dated Southwestern Cases, 123 I. C. C. 203. From Texas origins 
less than 211 miles from Houston, the carriers proposed that 
the Houston 211 mile rates should be observed as the maximum 
to Galveston and Texas City. 

With regard to sugar the carriers, in No. 14855, asked 
authority to establish and maintain interstate rates over all 
routes, on a 60,000-pound minimum on these bases: 


From the Texas gulf ports of Houston, Galveston, Texas City, 
Beaumont, Port Arthur. and Corpus Christi to points in Texas shown 
in the application on domestic, import and inbound coastwise traffic; 
from the gulf ports referred to, to Shreveport, La., and points in 
Arkansas and Louisiana grouped therewith, on domestic, import and 
inbound coastwise traffic, and to Amarillo, Shamrock and Dalhart, 
Tex., over interstate routes, on domestic traffic, and from Sugar 
Land, Tex., to Shreveport, and to points in Arkansas and Louisiana 
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grouped therewith, and to points in Texas over interstate routes, on 
domestic traffic. 


In application No. 14862 they asked for authority to estab- 
lish rates on import and coastwise movements of canned goods, 
bagging (cotton bale covering) and cotton bale ties and buckles 
from Houston, Galveston, Texas City and Corpus Christi to points 
in Texas; on domestic shipments of canned goods between points 
in Texas over interstate routes; and on canned goods between 
Texas groups and Shreveport, La., and points taking the same 
rates. 

The examiner said the testimony was not sufficiently con- 
vincing to show that the granting of relief over all routes would 
not result in uneconomical transportation and the impairment 
of an appropriate return on the value of the carrier property gen- 
erally contemplated in section 15a. Therefore he recommended 
the imposition of the 75 per cent limitation hereinbefore men- 
tioned. 

Subject to that limitation he recommended relief in the title 
application on linters and things named in connection therewith 
as the carriers applied for it. 

As to sugar bagging and canned goods, limited to applications 
Nos. 14855 and 14862, the examiner recommended as follows: 


And the Commission should further find that the applicants in Nos, 
14855 and 14862 should be granted relief to establish and maintain 
rates equivalent to 20 per cent of the southwestern revision first-class 
rates over all routes for the transportation in interstate commerce, 
of commodities from and to points indicated below, as follows: 

Sugar, in carloads, minimum 60,000 pounds; (a) from the Texas 
gulf ports of Houston, Galveston, Texas City, Beaumont, Port Arthur, 
and Corpus Christi to points in Texas shown in the application on 
domestic, import and inbound coastwise traffic; (b) from the gulf 
ports named in paragraph (a) to Shreveport, La., and points in 
Louisiana grouped therewith as indicated in Agent A, C. Fonda’s 
tariff, I. C. C. No. 296, on domestic, import and inbound coastwise 
traffic, and to Amarillo, Shamrock and Dalhart, Tex., over interstate 
routes, on domestic traffic; and (c) from Sugar Land, Tex., to Shreve- 
port, and points in Louisiana grouped therewith as indicated in Agent 
A. C. Fonda’s tariff I. C. C. No. 296, and to points in Texas over 
interstate routes, on domestic traffic; bagging (cotton bale covering), 
in carloads, minimum 24,000 pounds, cotton bale ties and buckles, 
in straight or mixed carloads, or in mixed carloads with bagging, 
minimum 30,000 pounds, and canned goods, in carloads, minimum 
36,000 pounds; (d) from Houston, Galveston, Texas City and Corpus 
Christi to Texas destinations on import and inbound coastwise 
traffic. Canned goods, in carloads, minimum 36,000 pounds; (e) be- 
tween Texas points over interstate routes on domestic traffic. Canned 
goods, in carloads, minimum 36,000 pounds; (f) between Texas groups 
and Shreveport, and points in Louisiana grouped therewith as indi- 
cated in Agent A. C. Fonda’s tariff I. C. C. No. 296, on domestic traffic, 

Provided, that the rates to intermediate points shall not exceed, 
(1) rates constructed on basis of 20 per cent of the southwestern 
revision first-class rates to higher-rated intermediate points in Texas, 
(2) rates constructed on the bases prescribed or approved in the 
southwestern revision to higher-rated intermediate points in adjoining 
states, and (3) the lowest combination of rates subject to the act; 
provided further, that the relief shall not apply to routes over which 
the rates between the more distant points are less than 75 per cent 
of the rates which would result from application of the same bases 
to the distance over such routes; and provided further, that on the 
considered traffic from Galveston and Texas City to destinations that 
are 150 miles or more from Houston, the same rates shall apply as 
those from Houston, and in connection with the rates from Gal- 
veston and Texas City the applicants will be authorized to maintain 
the same fourth section departures as those existing and authorized 
herein in connection with the rates from Houston. Where the dis- 
tance from Galveston or Texas City to any destination is more than 
150 miles, and the distance from Houston to the same destination 
is less than 150 miles, the rate from Houston should be observed as 
maximum. Where rates are made on a group baSis other than the 
port grouping above described, average distances to and from points 
in said groups may be used in applying the 75 per cent limitation 
above defined. 

The rates authorized herein are exclusive of the emergency in- 
creases authorized in 1931. 


PROPOSED REPORTS 


Springs 
No. 25896, Barber Manufacturing Co. vs. Central Indiana 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Rates, springs, in straight and mixed carloads, applied on 
shipments, Anderson, Ind., to Burlington, Ia., applicable. 


Poultry Feed 
No. 25770, Armour & Co. vs. C. St. P. M. & O. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rate, semi- 
solid condensed buttermilk poultry feed, Duluth, Minn., to 
Hutchinson, Kan., not unreasonable. 


Contractors’ Equipment 

No. 25921, S. J. Groves & Sons Co. vs. C. M. St. P. & P. 
et al. By Examiner Herbert P. Haley. Carload, contractors’ 
equipment, Bridgeport, Wis, to Gardiner, Mont., proposed to 
have been found misrouted by the Milwaukee. Proposed to be 
found that the applicable rate over the route the shipments 
should have moved was $1.62. Rate charged was $2.195. Rep- 
aration of $285.78 proposed. 


Interchange Switching Allowance 
No. 25681, Joyce-Watkins Co. vs. C. B. & Q. and I. & S. 
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No. 3880, allowance for switching at Metropolis, Ill. By Ry. 
aminer John L. Rogers. Dismissal of the complaint and digs. 
continuance of the suspension proceeding proposed. Proposed 
to be found that interchange tracks in use prior to February 
27, 1933, at complainant’s plant at Metropolis, IIl., are reasop. 
ably convenient points of interchange; that delivery or receipt 
thereon constitutes delivery or receipt under the line haul rates: 
and that any allowance as compensation for interchange switch. 
ing beyond those tracks would be unlawful. Proposed allow. 
ance for such interchange switching found not justified with 
recommendation that suspended schedules be ordered canceled 
and the proceeding discontinued. 


Wooden Shoe Lasts 


No. 25784, Selby Shoe Co. vs. B. & O. By Examiner John 
Davey. Rate, wooden shoe lasts, Brooklyn, N. Y., to Portsmouth, 
O., unreasonable but not otherwise unlawful to extent it ex. 
ceeded 46.5 cents. Reparation of $207.70 proposed. 


Hardwood Logs 


No. 25836 (Sub. No. 1), Mediterranean & General Traders, 
Inc., vs. Georgia Railroad & Banking Co. et al. By Examiner 
Harold M. Brown. Dismissal proposed. Rate, hardwood logs, 
Thomson, Ga., to Charleston, S. C., proposed to be found not 
unreasonable. 

Potatoes 


No. 25695, Carolina Shippers’ Association, Inc., et al. vs, 
A. C. L. et al. By Examiner John McChord. Line-haul rates, 
potatoes, points in North Carolina to destinations in the Vir- 
ginias, Maryland, Pennsylvania, Delaware, New Jersey, New 
York, Rhode Island, Massachusetts, Connecticut, Vermont, New 
Hampshire, Maine, and the District of Columbia not unreason- 
able or unduly prejudicial or preferential in the past, but un- 
reasonable and unduly prejudicial and unduly preferential of 
complainants’ competitors to the extent they may exceed 32.5 
per cent of the contemporaneous first class rates from Norfolk, 
Va., to the same destinations, plus a differential of 4 cents. On 
shipments over the Norfolk Southern for parts of the through 
haul performed, McChord said, arbitraries of 2 cents for 25 
miles and less, 3 cents for 75 miles and over 25, 4 cents for 
150 miles and over 75, and 5 cents for 250 miles and over 150 
miles should be added as arbitraries to accrue solely to the 
Norfolk Southern. McChord recommended the Commission 
should find the extra charges by the car by the trip made by 
the carriers for refrigerator cars from points in Virginia and 
North Carolina on shipments of potatoes to destinations in- 
volved in the case were not shown to be unreasonable in 
amount but that for the future they would be unduly preju- 
dicial to extent that the carriers absorbed such charges in 
favor of shippers of potatoes in North Carolina and Virginia 
who were in competition with complainants. The examiner 
said the findings should be without prejudice to any other or 
additional finding in I. & S. No. 3705, fresh vegetables to, from 
and between the south. 


N. & W. ABANDONMENT 


In Finance No. 9207, Norfolk & Western Railway Co. aban- 
donment, the Commission, by division 4, has issued a certificate 
authorizing the applicant to abandon that portion of its line 
extending from milepost 542.80, near Wayne, to milepost 4839, 
near Lenore, approximately 53.8 miles, in Wayne and Mingo 
counties, W. Va., subject to the condition that the applicant 
shall donate to the proper county authorities that portion of 
its right of way lying between Missouri Branch and Lowney, 
W. Va. The applicant said it would be willing to donate that 
part of the right of way to the proper county authorities. 


Cc. ST. P. M. & O. ABANDONMENT 


Examiner C. P. Howard, in Finance No. 9782, Chicago, St. 
Paul, Minneapolis & Omaha Railway Co. abandonment, has 
recommended that division 4 permit the abandonment by the 
applicant of a branch extending from Luverne to Doon, in Rock 
county, Minn., and Lyon county, Ia., a distance of about 27.63 
miles. Opposition was shown by Rock Rapids, Ia., the Min- 
nesota Railroad and Warehouse Commission, and the Board of 
Railroad Commissioners of Iowa. 

The branch serves a grain farming and live stock raising 
territory. According to the examiner, the tributary territory 
is covered by good highways and the towns on railroads other 
than the branch proposed to be abandoned can be reached by 
good roads. Witnesses for the protestants expressed the be 
lief that with the return of normal conditions traffic on the 
branch would increase. The retail merchants of Doon, the 
examiner said, had signed a pledge, and were willing to guar- 
antee with a bond that they would double their outbound ship- 
ments over the branch. The applicant, the examiner said, con- 
tended that as highways adjacent to the branch were further 
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improved, highway transportation would increase. A total deficit 
of $266,436 for six years was charged against the branch. 


TELEPHONE ACQUISITION 


The Commission, by division 4, in Finance No. 9891, Tri-State 
Telephone & Telegraph Co. control, has authorized the North- 
western Bell Telephone Co. to obtain control of the Tri-State 
Telephone & Telegraph Co. by purchase of stock. In Tri-State 
Telephone & Telegraph Co. Proposed Control, 180 I. C. C. 229, 
the Commission denied an application to acquire control for 
$19,510,101 on the sole ground that the price to be paid was 
greatly in excess of the equity in the properties represented by 
the stock. The real consideration now to be paid, this report 
says, is $12,544,425, which is to be paid for overdue notes held 
by the acquiring company. 

The property to be acquired, in Minnesota, the report says, 
igs surrounded by the lines of the Northwestern Bell, which is a 
subsidiary of the American Telephone & Telegraph Co. Opposi- 
tion was manifested by the Citizens League on Public Utilities 
in Minnesota and the mayor of St. Paul, Minn., in his capacity 
as a citizen. 


PANEL OF TRUSTEES 


In Ex Parte No. 111, in the matter of a panel of standing 
trustees (reorganization of railroads), the Commission has added 
the name of Robert B. Campbell, of Wichita, Kan. Trustees 
for railroads undergoing reorganization under the amended 
bankruptcy act are selected from this panel. 


OHIO CONSTRUCTION DENIED 


In Finance No. 9599, Fairport, Painesville & Eastern Rail- 
road Co. proposed construction, the Commission, by division 4, 
has denied an application for authority to construct an exten- 
sion from the Harpersfield shale beds to Austinburg, 7.55 miles, 
in Ashtabula county, O. The Pennsylvania Railroad Co., the 
Diamond Alkali Co., and the Standard Portland Cement Co. 
appeared in support of the application while the Nickel Plate 
appeared in opposition. 


OREGON ABANDONMENT 


The Commission, by division 4, in Finance No. 9927, Ore- 
gon Electric Railway Co. abandonment, has authorized the 
applicant to abandon a branch line extending from Gray to 
East Corvallis, 5.2 miles, in Linn county, Ore. 


ROCK ISLAND “CONSOLIDATION” 


Subject to acceptance of conditions by the applicant, the 
Commission, by division 4, in Finance No. 9410, Rock Island 
System Consolidation, has found to be in the public interest 
merger of the Chicago, Rock Island & Pacific Railway Co. and 
eleven subsidiary corporations. Issuance of an order of ap- 
proval and authorization will be deferred pending acceptance 
of the conditions. 

Of the twelve applicants involved in the proceeding, three 
are operating corporations and nine are nonoperating. The first 
group, said the Commission, in addition to the parent company, 
included the Chicago, Rock Island & Gulf and the Peoria Ter- 
minal Co. The nonoperating applicants are as follows: St. 
Paul & Kansas City Short Line Railroad Co.; Choctaw, Okla- 
homa & Gulf Railroad Co., Rock Island, Arkansas & Louisiana 
Railroad Co., Morris Terminal Railway Co.; Peoria, Hanna City 
& Western Railway Co.; Rock Island & Dardanelle Railway Co.; 
Rock Island, Stuttgart & Southern Railway Co.; Rock Island 
Memphis Terminal Railway Co., and Rock Island Omaha Ter- 
minal Railway Co. 

Though section 5 of the interstate commerce act was 
amended by the emergency railroad transportation act approved 
June 16, after the filing of the application under that section, 
the Commission held in effect that no change had been made 
that interfered with its disposing of the case on the record 
made. The Commission also noted that the court in which the 
Rock Island reorganization case is pending authorized the Rock 
Island to prosecute the joint application. 

“Strictly speaking,” it said, “this application seeks au- 
thority to merge rather than to consolidate the properties of 
the Rock Island System, inasmuch as the existing Rock Island 
corporation is to be utilized. We assume, however, that the 
law deals with substance rather than form, and we shall there- 
fore treat this application as a request for authority to merge, 
regardless of the term used in the application.” 

The Commission said that the principal testimony in behalf 
of applicants was given by their president, James E. Gorman, 
who testified that the primary and basic purpose of the appli- 
cation was the unification of all of the properties of the system 
under single ownership of the Rock Island, so as to give that 
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company the power to secure its bonds by direct lien upon all 
the properties. It was further contended that economies would 
result from putting the properties into one company. The Rock 
Island owns the entire capital stock, except directors’ qualify- 
ing shares, of each of the subsidiary corporations, except the 
Peoria, Hanna City & Western, which is controlled by the Peoria 
Terminal Co., and operated by the latter under lease. The 
Rock Island has maturities of $136,470,000 to meet in 1934, of 
which $104,470,000 is in first and refunding mortgage bonds. 
Mr. Gorman said bankers and other financial authorities had 
advised that the proposed unificatidn would greatly improve 
the credit of the Rock Island and should enable the bonds to 
be marketed much more easily and at better prices. 

As to the Rock Island, the Gulf and the nonoperating cor- 
porations the merger will be in accord with the Commission’s 
consolidation plan. The Peoria Terminal was not included in 
a system in the consolidation plan, being treated as a terminal 
property. The Rock Island, however, heretofore was author- 
ized to acquire control of the Peoria Terminal, and the Com- 
mission adhered to that finding. 

The receiver of the Wichita Northwestern Railway Co. 
intervened, requesting that if the application were granted, a 
condition be imposed that the Rock Island acquire, for a “fair 
and reasonable consideration” the lines and equipment of the 
Wichita. Applicants objected to such a condition being im- 
posed. The Commission held, however, that for reasons simi- 
lar to those given in Union Pacific Railroad Co. Unification, 
189 I. C. C. 357, in which a like condition was imposed, it 
would impose a condition that the applicants agree to abide by 
such findings as the Commission might hereafter make with 
respect to the acquisition of the Wichita at the commercial 
value thereof, or the operation thereof, or both. 


The Missouri-Kansas-Texas and two of its system subsi- 
diaries intervened for the purpose of seeking a condition re- 
quiring the applicants to maintain existing routes with them. 
The Commission denied their petition. The applicants said their 
application proposed no change whatever as to routes and in- 
terchange of traffic. In its conclusions the Commission said, in 
part: 


As previously shown, the corporate changes involved in this mer- 
ger do not involve the payment of a consideration, in the usual sense 
of that term. The Rock Island proposes merely to take over directly 
the financial obligations of its subsidiary companies, for which it is 
now responsible through its guaranties or proprietary interests. Coun- 
sel for the applicants stated in the hearing and again on brief that 
the acquiring company stands ready to accept our decision as to the 
proper determination of the consideration in each case and the proper 
method of accounting therefor. This is a matter of importance as, 
under our accounting rules, the determined consideration will appear 
in the investment accounts of the parent company. The subject is 
under investigation by our Bureau of Accounts, It is deemed unnec- 
essary to delay our approval of the consolidation pending final deter- 
mination, but approval will be conditioned upon the acceptance by 
the applicants of our decision in the matters of consideration and ac- 
counting, such acceptance to be filed with us before our order of 
approval shall become effective. * * * 

In connection with the application for authority to consolidate, an 
application was filed by the Rock Island for authority under section 
1 (18) of the act to operate the properties of the Gulf and the Peoria 
Terminal Company, including the leased line of the Peoria, Hanna 
City & Western. As we construe the statute, our authorization under 
section 5, as amended, will include all the authority necessary to such 
extension of operations as is here contemplated. The application 
under section 1 (18) will, therefore, be dismissed. 


Commissioner Mahaffie dissenting, in part, said: 

From the condition requiring the applicant to bind itself, if in a 
subsequent proceeding we should so find, to acquire the Wichita 
Northwestern, I dissent. The applicant is in process of reorganiza- 
tion. It is necessary that its financial and corporate structure be 
simplified. This proceeding is merely a step in that direction and 
involves nothing beyond that. No new properties are being brought 
into the system. The imposition of the condition adds a contingent 
liability which is quite incapable of appraisal. It complicates a situa- 
tion already sufficiently complex. If the Rock Island-Frisco System 
were being created here, there perhaps might be a justification for 
such a condition. It is, as I view it, out of place under the circum- 
stances here present. I am authorized to state that Commissioner 
Tate concurs in this expression. 


LOANS TO RAILROADS 


The Pere Marquette Railway Co., in Finance No. 9992, Pere 
Marquette Railway Co. reconstruction loan, has withdrawn its 
application for the approval by the Commission of a loan of 
$2,000,000 from the R. F. C., filed May 15. The Commission, 
as a matter of record, has therefore dismissed the application. 
The carrier asked for the loan with a view to paying taxes 
owed by it to Michigan. It withdrew its application because 
its revenues have been increasing and because the taxing 
authorities have not insisted upon payment of penalties for 
those who have deferred paying their taxes. 

Approval has been given by the Commission, division 4, in 
Finance No. 10088, Chicago & North Western Railway Co. re- 
construction loan, to an application by the carrier mentioned 
of an additional loan of $3,862,000 from the R. F. C. This is 








PAGE 306 





in addition to loans of $7,600,000, $12,461,350, $1,000,000 and 
$11,127,000 heretofore approved. This loan was requested to 
enable the applicant to pay, at maturity on October 1, one-half 
of the principal of the Fremont, Elkhorn & Missourj Valley 6 
per cent consolidated mortgage bonds now outstanding in the 
hands of the public amounting to $7,724,000. The bonds are 
a first lien upon 1,226 miles of the applicant’s property in Ne- 
braska and South Dakota. The part of the maturing issue that 
is not to be paid in cash the applicant plans to refinance with 
C. & N. W. general mortgage 5 per cent bonds of 1987. 

As security for the loan the applicant is to agree with the 
R. F. C. that all of the security for loans heretofore approved 
for it shall apply equally and ratably to all the prior loans 
and to this one also. 





FINANCE APPLICATIONS 


Finance No. 10110. Arizona Southern Railroad Co. asks authority 
to abandon its line from Silverbell, to Red Rock, Ariz., 21 miles, The 
line was built originally to serve the Imperial Mines at Silverbell, 
now exhausted, and the line has been performing no public function 
other than carrying mail to the almost deserted mining camp at 
Silverbell three times a week. 

Finance No. 10107. Colorado & Southern Railway Co. asks author- 
ity to abandon branch line from Sheridan Junction to Morrison, Colo., 
known as the Morrison branch, 9.759 miles. 

Finance No. 10109. The Ohio & Morenci Railroad Co. asks author- 
ity to operate part of the abandoned Toledo & Western Railway Co. 
from a point on the line between the townships of Sylvania and 
Richfield, Lucas county, O., extending through Berkey, Metamora, 
and Lyons, O., and Morenci, Mich., to a point known as Wakefield 
Corners about 800 feet west of the railroad station at Morenci, ap- 
proximately 21 miles. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10081, authorizing the Baltimore 
& Ohio (1) to issue $5,000,000 of Pittsburgh, Lake Erie & West 
Virginia system refunding mortgage 4 per cent bonds upon the 
deposit with trustee of that mortgage of $5,000,000 of Cleveland, 
Lorain & Wheeling Ry. Co. consolidated first mortgage 5 per cent 
bonds; (2) to issue $5,000,000 of refunding and general mortgage 6 
per cent bonds, series C, upon the deposit with the trustee of that 
mortgage of $5,000,000 of Pittsburgh, Lake Erie & West Virginia 
System refunding mortgage bonds, and (3) to issue not exceeding 
$3,000,000, face amount, of 3-year 5% per cent convertible secured 
notes, to be collaterally secured by the pledge of not exceeding 
$5,000,000 of the refunding and general mortgage 6 per cent bonds, 
series C, herein authorized to be issued, approved. 

Report and certificate in F. D. No. 9930, permitting the Minne- 
sota, Dakota & Western Ry. Co. to abandon operation, as to inter- 
state and foreign commerce, over certain lines of railroad in Koochi- 
ching county, Minn., approved. 

Report and certificate in F. D. Nos. 9949, 9950, and 9951, (1) per- 
mitting abandonment by the Northwestern Pacific Railroad Company 
of lines of railroad in Sonoma county, Calif.; (2) permitting abandon- 
ment by the Southern Pacific Railroad Company, and abandonment 
by the Southern Pacific Company, lessee, of lines of railroad in 
Sonoma county, Calif.; and (3) authorizing the Northwestern Pacific 
Railroad Company to acquire and operate lines of railroad in Sonoma 
and Napa counties, Calif., approved. 

Report and certificate in F. D. No. 10058, permitting the New 
York Central R. R. Co. to abandon part of its Belmar branch in 
Venango county, Pa., approved. 


PETITIONS FOR REHEARING, ETC. 


No. 24900, E. I. DuPont De Nemours & Co. vs. B. & M. et al. 
i asks reopening, oral argument and_ reconsideration 

erein 

No, 25094, Seaboard Air Line, L. R. Powell, Jr., and E. W. Smith, 
receivers, vs. Carolina & Northwestern et al. Complainant asks re- 
opening of the case, reconsideration of decision therein, and, if 
deemed necessary, a rehearing. 

No. 25135, Part 4, Kentucky, Increases in intrastate freight rates 
and charges. C. & O., respondent herein, asks modification of order 
of June 6, 1933, to extent of excepting from the provisions thereof 
the intrastate transportation, in carloads, of heading and stave bolts; 
stave billets, rough; heading, rough sawed; staves, rough sawed, 
listed or planed, to be used in the manufacture of barrels and kegs 
for reshipment from Louisville, Ky., via the C. & O., and on stave 
billets from certain stations on the Big Sandy Sub-Division, Stafford, 
Ky., to Elkhorn City, Ky., including intersecting branch lines to 
Pikeville, Ky., all on the C. & O. 

INo. 25938, Surcharges on intrastate traffic within the state of 
Ohio. C. C. C. & St. L., a respondent, asks modification of order to 
permit it to publish rates on crushed stone, agricultural limestone 
(unburned) and agricultural limestone screenings, from and to points 
in Ohio, said proposed rates to be subject to surcharge published in 
Jones’ Tariff of Emergency Charges I. C. C. 2640, 

No. 25135, part 4, Kentucky, increases in intrastate freight rates 
and charges. L. & N., respondent herein, asks the modification of 
order of June 6, 1933, to extent of permitting establishment of rates 
on road aggregate, viz: crushed stone, between points in Kentucky. 

No. 22754, Nevins Fruit Co., Inc., E. P. Porcher vs. F. E. C. et al. 
Complainants ask reopening for further argument and/or further con- 
sideration. 

No. 25977, American Flange & Manufacturing Co. vs. A. T. & S. 
F. Defendants ask dismissal of the complaint. 

No. 14859, Southern Produce Co. et al. vs. Denison & Pacific 
Suburban et al., and cases grouped therewith. Defendants ask a re- 
view of the record de novo and a withdrawal or modification of 
findings relating to reparation. 

oO. and Sub. 1, Carroll-Brough & Robinson et al. vs. C. R. 
I. & G. et al. Defendants ask withdrawal or modification of findings 
relating to reparation. 


No. 24449, Sub. 1, Bannock Motor Co. et al. vs. A. T. & S. F. et 
al. Complainants ask reopening of case and reconsideration, upon 
the record as made, of finding 1 of the decision therein. 

No. 24902, Oneal Commission Co. et al. vs. A. G. S. et al. Com- 
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plainants ask reopening, rehearing, reconsideration and/or modifica. 
tion therein. 

No. 24626, Lone Star Cement Co. of Albama vs. A. T. & Sp 
et al. Defendants have filed a second petition for reconsideration by 
entire Commission. 

No. 24497 and Sub. 1, Trenton Potteries Co. et al. vs. A. @, 
et al. and No. 23687, Architectural Tile Co. vs. A. C. L. et al. Com. 
plainants and certain interveners ask reopening, with reargument 
before and reconsideration by full Commission. 

1. & S. Dkt. No. 3511, coke between points in Central and Ijli- 
nois territories, and No.’ wy (and related cases), Citizens’ Gas 
Co. of Indianapolis vs, A. C. & Y. et al. Central Freight Association 
Lines ask for leave to file tariffs pursuant to the Commission’s 
order of June 30, 1933, upon ten days’ notice in lieu of statutory 
notice as required. 

No. 20120, Rudy-Patrick Seed Co. et al. vs. Abilene & Southern et 
al. Defendants ask for reopening, vacation of the reparation order 
dated June 12, 1933, and for further hearing for the purpose of 
determining the amount of reparation, if any, due complainants. 

No. 23901, Oklahoma Millers’ Association vs. Santa Fe et al, 
Santa Fe Lines ask for reopening and reconsideration by the entire 
Commission under the record as made, or, in the alternative, for 
postponement of the effective date of the order until the effective 
date of the Commission’s order to be entered in Docket 17000, part 7, 
Western Grain Investigation. 

No. 24091, The E. Kahn’s Sons Co. et al. vs. B. & O. et al., and 
No, 25660, Jacob Bauer’s Sons & Co. et al. vs. B. & O. et al.’ The 
Cincinnati Union Stock Yard Co., defendant, moves to dismiss the 
petitions for reopening, rehearing and/or reargument in these pro- 
ceedings. 

No. 25938, surcharge on intrastate traffic within the state of Ohio, 
The Baltimore & Ohio and Pennsylvania line ask for modification 
of the Commission’s order of June 6, 1933, so as to allow publication 


of rate of 50 cents per net ton on coke, arloads, from Warren, 
O., to Youngstown, O., upon one day’s notice, said rate to expire 
on September 14, 1933. 

No. 25076, Trenton Chamber of Commerce et al. vs. A. GC. L. 


et al., and No. 24497, Trenton Potteries Co. et al. vs. A. C. L. et al. 
Complainants and interveners ask for reopening, reargument and 
reconsideration. 

No. 25306, The Crown Rock Co. vs. B. & O. et al. Complainant 
asks for reopening, oral hearing and reconsideration, or in the 
alternative reopening and reconsideration by the entire Commission 
upon the record as made. 


COMMISSION ORDERS 


No. 17642 (and Sub. No. 1), El Paso Freight Bureau et al. vs. 
Santa Fe et al. Proceeding reopened for further cosideration on 
the present record to determine the amounts of reparation due 
the respective complainants. 

Finance No. 10055, application of St. Louis-Kansas City Short 
Line Railroad Co. for certificate to construct a line of railroad. 
L. W. Baldwin and Guy A. Thompson, trustees, Missouri Pacific 
Railroad Co., debtor, and the Alton Railroad Co. have been permitted 
to intervene. 

Finance No. 9709, Fort Benning Railroad Co. acquisition— 
The effective date of the certificate and order of June 14, 1933, is 
further extended for 45 days. 

No. 23375 (and Sub. No. 1), Citizens Gas Co. of Indianapolis et al. 
vs. A. C. & Y. et al., and related cases. The Commission’s order 
of June 30, 1933, has been modified so as to become effective on 
December 15, 1933, upon statutory notice. 

No. 26039, Rock Island Sand & Gravel Co. vs. C. B. & Q. et al. 
The Davenport Traffic Bureau, Inc., and the Dewey Portland Cement 
Co. have been permitted to intervene. 

No. 14795, Charleston Traffic Bureau vs. A. G. S. et al. and No. 
14902, Savannah Traffic Bureau vs. A. G. S. et al. Petition dated 
July 10, 1933, filed on behalf of L. & N. and others requesting modi- 
fication of order of May 27, 1924, denied, and proceedings reopened for 
further hearing at such time and place as the Commission may here- 
after direct. 

No. 26027, S. 
Neely Oil Co. et al. vs. 
permitted to intervene. 

(No, 25853, American Highway Freight Association, Inc., vs. South- 
eastern Express Co., Inc. North Carolina Traffic League, Inc., per- 
mitted to intervene. 

No. 17000, part 4, rate structure investigation, petroleum and pe- 
troleum products, No. 18458, general petroleum investigation and 
cases grouped therewith. Order entered on November 3, 1931, herein, 
is modified and set aside in so far as it requires the maintenance of 
rates on gasoline, in carloads, from the New Orleans-Baton Rouge 
group to Birmingham, Tuscaloosa, Holt, Montgomery, and Selma, 
Ala., and points embraced in Fourth section application No. 14747, in 
relation to rates on gasoline, in carloads, from other southwestern 
origin groups to said destinations, and shall be continued in force 
and effect until the further order of this Commission. 


No. 26045, Wertheimer Bag Co. vs. Southern et al. 
& Cotton Mills, Inc., permitted to intervene. 

No. 26057, Board of Commissioners, Lake Charles Harbor & Ter- 
minal District vs. A. T. & N. et al. Southern Pine Association per- 
mitted to intervene. 

No. 25853, American Highway Freight Association, Inc., vs. South- 
eastern Express Co. et al. American Cotton Manufacturers’ Associa- 
tion; N. C. Cotton Manufacturers’ Association, Inc.; Cotton Manu- 
facturers’ Association of S. C.; Atlanta Freight Bureau, Proximity 
Manufacturing Co., Cone Export & Commission Co., and Birmingham 
Traffic Association permitted to intervene, 


A. Neely and B. E. Neely, co-partners, 
Alton et al. 


trading as 
Shell Petroleum Corporation 


Fulton Bag 


B. & O.-B. R. & P. ROUTES 


The Buffalo Chamber of Commerce, in Finance No. 7645, 
replying to the petition of the Baltimore & Ohio and Buffalo, 
Rochester & Pittsburgh asking permission to cancel certain 
routes and other relief from the condition imposed in the case as 
to routes and channels of trade, has asked the Commission 
either to deny the petition outright or set the matter down for 
public hearing. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Supreme Court of Arkansas). That beans were in good 
condition when delivered to carrier, created presumption that 
damage existing on arrival at destination was caused by 
carrier’s negligence. (Missouri Pac. R. Co. vs. S. L. Robinson 
& Co., 61 S. W. Rep. (2nd) 700). 

Presumption that beans, in good condition when delivered 
to carrier, were damaged through carrier’s negligence, held not 
overcome.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
( on published by West Publishing Con St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(Circuit Court of Appeals, Eighth Circuit.) Procedure 
whereby State Railway Commission, having jurisdiction over 
subject-matter, on application of shipper revoked order, granted 
on railroad’s application, amendiing tariff, and court affirmed 
cancellation order, held sufficient administrative action on which 
to base suit to enjoin enforcement of cancellation order. (Mis- 
souri Pac. R. R. Corporation in Nebraska vs. Nebraska State 
Ry. Comm. et al., 65 Fed. Rep. (2nd) 557.) 

State held to indicate that Congress intended that juris- 
diction over field of railroad services to public should be in 
part under control of Interstate Commerce Commission and in 
part under control of state, each in its own sphere and by co- 
operative action (Interstate Commerce Act, secs. 1 (22), 3 (4), 
as amended, 49 USCA, secs. 1 (22), 3 (4)).—Ibid. 

Where Interstate Commerce Commission has jurisdiction 
of subject-matter, no justifiable question is presented unless 
there has been prior administrative action by the Commis- 
sion.—Ibid. 

State Railway Commission has jurisdiction to regulate in- 
trastate business use and charges therefor of team tracks on 
railroad’s belt line in city (Interstate Commerce Act, secs. 1 
(22), 3 (4), as amended, 49 USCA, secs. 1 (22), 3 (4); Comp. St. 
Neb. 1929, sec. 75-712 and sec. 75-201 et seq.; Const. Neb., art. 
4, sec. 20).—Ibid. 

Courts are reluctant to adjudge power in Interstate Com- 
merce Commission to enter field of intrastate traffic and reg- 
ulate same in absence of hearing before that body, unless be- 
stowal of such power thereon is made by clear language of 
statute and unless circumstances clearly warrant exercise of 
power (Transportation Act of 1929 (4), Stat. 456) ).—Ibid. 

State Supreme Court’s decision approving order of State 
Railway Commission requiring railroad to open its team tracks 
on belt line in city to use of other railroads held res judicata 
in railroad’s suit to enjoin enforcement of such order.—lIbid. 

Where parties to present suit were parties to prior pro- 
ceeding, that others not parties to present. suit were also par- 
ties to prior proceeding held not to destroy substantial iden- 
tity of parties, so as to preclude operation of rule of res 
judicata.—Ibid. 





(Supreme Court of Iowa.) Private property cannot be 
taken for public use without compensation, whether by con- 
demnation proceedings or otherwise (Const. U. S. Amend. 5). 
(State vs. Stanolind Pipe Line Co., 249 N. W. Rep. 366.) 

Public property of state may under proper circumstances, 
constitute private property within federal constitutional amend- 
ment prohibiting taking of private property for public use with- 
out just compensation, though only easement (Const. U. S., 
Amend. 5).—Ibid. 

Commerce clause of federal Constitution does not authorize 
use of either private or public property to convey petroleum 
in interstate commerce by pipe line without compensation 
(Const. U. S., art. 1, sec. 8, cl. 3; Amend. 5).—Ibid. 
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Sections of statute prohibiting construction of pipe line 
under public highways, waters, etc., without permit from state 
board of railroad commissioners, and providing that permittee 
is deemed to have consented to levy of taxes by state, held 
unconstitutional burdening interstate commerce (Const. U. S., 
art. 1, sec. 8, cl. 3; code 1931, secs. 8338-d2, 8338-d21.)—Ibid. 

Corporation carrying on interstate commerce in state can- 
not be put in position where estoppel or waiver of right to 
question validity of state laws can be asserted against it (Const. 
U. S. art. 1, sec. 8, cl. 3).—Ibid. 

Foreign corporation, permitted to do business in state, can- 
not be subjected to state statutes conflictinig with federal Con- 
stitution.—Ibid. 

State cannot exact agreement by foreign corporation to 
infringement of its constitutional rights as condition precedent 
to doing business in state.—Ibid. 

Right to engage in interstate commerce being grant of fed- 
eral Constitution and laws, state cannot burden nor restrict such 
commerce (Const. U. S., art. 1, sec. 8, cl. 3).—Ibid. 

Foreign corporation cannot be bound by state legislation 
to surrender its constitutional exemption from state taxation 
as respects its interstate business and property outside state 
= U. S., art. 1, sec. 8, cl. 3; code 1931, sec 8338-d21). 
ome d. 

Sections of statute, requiring permit from state board of 
railroad commissioners for pipe line company to engage in 
interstate commerce even on right of way over private lands, 
authorizing denial of permit to do business on applicant’s 
private right of way, and requirinig payment of entire cost of 
proceedings by it, held invalid as violating commerce clause 
of federal Constitution (Const. U. S., art. 1, sec. 8, cl. 3; code 
1931, secs. 8338-d3 to 8338-d11, 8338-d21).—Ibid. 

Corporation authorized by state of its origin to engage in 
interstate commerce cannot be prevented by another state from 
coming into its limits for legitimate purposes of such commerce 
(Const. U. S., art. 1, sec. 8, cl. 3).—Ibid. 

Statute requiring foreign corporation to pay license fee 
to operate pipe line, conveying petroleum in interstate com- 
merce, wWithiin state, held void under commerce clause of fed- 
eral Constitution (Const. U. S., art. 1, sec. 8, cl. 3; code 1931, sec. 
8338-d13).—Ibid. 





(Supreme Court of Tennessee.) Under statute imposing ad- 
ditional license fee on motortrucks according to factory rating 
of carrying capacity, such factory rating is essential to lia- 
bility (Pub. Acts 1919, c. 149, as amended by Pub. Acts 1923, 
c. 108). (Memphis Steam Laundry Co. vs. Crenshaw, 61 S. 
W. Rep. (2nd) 669.) 

“Factory rating’ of carrying capacity of motortrucks as 
used in state imposing additional license fee on motortrucks, 
according to “factory rating,” means customary ‘public an- 
nouncement of manufacturer in placing motortrucks on market 
(Pub. Acts 1919, c. 149, as amended by Pub. Acts, 1923, ec. 
108) .—Ibid. 

Owner of delivery truck which had no “factory rating” was 
not liable under statute imposing additional license fee on 
motortrucks, according to “factory rating,” of carrying capacity 
(Pub. Act. 1919, c. 149, as amended by Pub. Acts 1923, c. 108). 
—Ibid. 





(Court of Appeals of Kentucky.) Provisions of United 
States Constitution constitute supreme law of land. (Louis- 
ville & N. R. Co. vs. Falls City Ice & Beverage Co., Inc., 61 
S. W. Rep. (2nd) 639.) 

Transportation of non-intoxicating malt beverages is not 
forbidden by constitutional or statutory provision (Ky. St., sec. 
2554a-1; Const., sec 226a).—Ibid. 

To sustain prosecution under Rash-Gullion Act, based on 
transportation of malt beverage, it must be shown that malt 
beverage is intoxicating (Ky. St., Sec. 2554a-1; Const. Ky., sec. 
226a).—Ibid. 

Whether malt beverage comes within prohibitory provi- 
sions of state law relating to “intoxicating” liquors, depends 
on finding that beverage is in fact intoxicating (Ky. St., sec. 
2554a-1; Const. Ky., sec. 226a).—Ibid. 

Court will not take judicial notice that any beverage called 
“beer” is intoxicating in fact.—Ibid. 

Whether malt beverage, commonly called beer, containing 
not more than 3.2 per cent alcohol by weight, is intoxicating 
liquor within prohibitory laws, constitutes issue of fact de- 
terminable from evidence (Ky. St., sec. 2554a-1; 27 USCA, sec. 
64a et seq.; Const Ky., sec. 226a; Const. U. S., Amend. 18). 
—Ibid. 

Evidence held to support finding that malt beverage, com-~ 
monly called beer, containing not more than 3.2 per cent al- 
cohol by weight, was non-intoxicating beverage, and, therefore, 
railroad carrier could not refuse intrastate transportation un- 
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der local prohibition law (Ky. St., sec. 2554a-1; 27 USCA, sec. 
64a et seq.; Const. Ky., Sec. 226a; Const. U. S., Amend 18). 
—Ibid. 





hi e ¢@ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Breach of an 
implied warranty of seaworthiness in a personal contract de- 
prives shipowner of limitation. of liability (46 USCA, Secs. 183, 
189). (The Fred E. Hasler, 65 Fed. Rep. (2nd) 589.) 

Mere negotiations in 1927 resulting in agreement upon price 
at which oil would be carried in event of carriage contracts 
between parties did not create contract under which barge was 
furnished in 1929, nor was order of barge acceptance of con- 
tinuing offer.—Ibid. 

Contract under which barge was furnished in 1929 was 
made when barge owner’s employe accepted order for barge, 
although agreement upon price at which oil would be carried 
in event of carriage contracts was made in 1927.—Ibid. 

Employe of barge owner who accepted orders for tugs and 
lighters with employer’s knowledge and consent had authority 
to accept order for barge and his position was not so sub 
ordinate that owner was entitled to limitation of liability (46 
USCA, Secs. 183, 189).—Ibid. 

Purpose of limitation of liability statute was to exempt 
pwners, beyond value of vessel and freights due, from conse- 
quences of acts, contractual or tortious, of master, crew, or 
agent regulating vessels beyond control or supervision of owners 
(46 USCA, Secs. 183, 189).—Ibid. 

Contract of master or other agent upon voyage or in for- 
eing ports binds only the ship.—Ibid. 

If established routine gives subordinate of transit corpora- 
tion authority to make personal contract, corporation cannot 
insist that only more important officials should bind it to per- 
sonal obligations (46 USCA, Secs. 183, 189).—Ibid. 

Transit company’s personal obligations should be determined 
by authority of one making contract to transact that business, 
and not by importance of his official positions (46 USCA, Secs. 
183, 189).—Ibid. 

“Implied warranty of seaworthiness” is a promise to pay 
for consequences of unseaworthiness, which must be performed 
by obligor and not by intervention of others (46 USCA, Secs. 
183, 189).—Ibid. 

Where employe had authority to enter into contract to 
furnish barge, which implied warranty of seaworthiness, owner 
was bound by such implied warranty (46 USCA, Secs. 183, 189). 
—Ibid. 

Since employe who accepted order for barge was a “man- 
ager” of corporation within rule that contracts. of corporate 
“manager” are personal to corporation, latter held not entitled 
to limitation of liability where barge sank while loaded with 
whale oil (46 USCA, Secs. 183, 189).—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Evidence sus- 
tained finding that absence of limber holes in angle bar pre- 
vented adequate drainage of water and caused damage to cargo 
on shelter deck, rendering carrier liable. (The J. L. Lucken- 
bach, 65 Fed. Rep. (2nd) 570). , 
“Evidence sustained finding: that scuppers intended to drain 
water from shelter deck where cargo was stored were clogged 
before ship sailed and that due diligence was not exercised to 
clean them out, rendering carrier liable for cargo damage re- 
sulting therefrom.—Ibid. 

It was shipowner’s duty to make vessel fit for cargo car- 
riage undertaken.—Ibid. 

Evidence sustained finding that soil pipe was punctured by 
negligence of seaman occurring after ship left port, constitut- 
ing “error of management” within statute, for which ship was 
not liable for resulting cargo damage (Harter Act, Sec. 3 (46 
USCA, Sec. 192) ).—Ibid. 

Evidence sustained finding that cargo owner complied with 
requirements of bill of lading as to prompt notice of damage 
and demand for payment.—Ibid. 

Notice of claim clauses in bill of ladinig must be complied 
with unless unreasonable, and cargo owner has burden of 
proving such compliance.—Ibid. 

Where time required by bill of ladiing within which notice 
of cargo damage must be given is unreasonable, notice is not 
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— entirely, but must be given within reasonable time 
—Ibid. 

Notice to carrier of cargo damage is not notice of clain 
for damages, and carrier’s knowledge that damage hag &. 
curred does not remove necessity of giving notice of claim 
required by bill of lading.—Ibid. 

Shipowner’s knowledge that cargo damage had occurreg 
would not excuse shipper’s failure to disclose under Dill of 
lading requiring disclosure.—Ibid. 

Testimony of shipowner’s ‘surveyor that he and claim 
agent went over cargo with consignees showed sufficient dig. 
closure within bill of lading requirement.—lIbid. 

Under bill of lading provision requiriing notice of cargo 
damage to shipowner, it was not essential that notice of claim 
be in writing.—lIbid. 

Test of reasonableness of bill of lading clause requiring 
claim for cargo damages within specified time is not utility of 
provisions, but cargo owner’s ability to comply with it under 
circumstances.—Ibid. 

In absence of statute, courts cannot question utility and 
burdensome character of bill of ladiing clause requiring notice 
and written demand for payment withiin specified period.—Ibig, 

Bill of ladinig clause requiring notice of cargo damage 
and written demand for payment of claim therefor within 
ten days after delivery, interpreted as requiring demand, but 
not necessarily statement of exact sum, held not unreasonable. 
—Ibid. 

Letter sent to shipowner on day part of damage cargo 
was unloaded, reciting, “We hereby make formal claim upon 
you for the damage, amount to be determined later,” held 
sufficient compliance with bill of lading clause requiriing writ- 
ten demand for payment of damage claims within ten days of 
delivery.—Ibid. 

Shipowner’s letter denying responsibility for cargo damage 
and stating that all defenses under bill of lading were re- 
served held not to waive notice clause of bill of lading re- 
quiring written demand for payment of damage claims within 
ten days after delivery.—Ibid. 

Though carrier may contract for benefit of insurance un- 
less forbidden by statute, carrier obtains only the benefit of 
such contract.—Ibid. 

If carrier contracts for benefit of insurance paid to ship- 
per, it does not obtain benefit of loans to shipper repayable 
out of recovery from carrier.—Ibid. 

Payment of insurance on cargo held intended by parties 
to be loan only, hence would not inure to benefit of car- 
rier.—Ibid. 

Any construction of marine policy rendering it void should 
be avoided.—Ibid. 





(District Court, W. D., Washington, N. D.) Sufficiency of 
libel to recover damages for shortage in cargo, involving effect 
of absence of notice of claim, held properly raised by exceptions. 
(The James Griffiths, 3 Fed. Sup. 685.) 

Carrier’s knowledge of shortage of cargo on delivery held 
not to relieve shipper for complying with bill of lading, re- 
quiring written demand for payment of claim. 

Bill of ladinig provided that unless written demand for 
payment of claim of shipper or consignee, etc., or misdelivery 
or of delay in delivery shall be presented to carrier or its 
agent within 30 days after removal of merchandise from the 
carrier’s custody, all claims shall be taken to have been waived, 
and no suit shall thereafter be maintainable to recover any 
such claims.—Ibid. 

Carrier’s letter to shipper relating to damages for short- 
age of cargo, assuring shipper of cooperation, held not waiver 
of written demand on claim. - 

“Waiver” implies election to forego a right or privilege; 
to abandon an assertable advantage; intentional relinquishment 
of an existing known right.—Ibid. 


AMERICAN-HAWAIIAN PROFIT 


Disclosing a profit, before depreciation, of $319,091.36 for 
the first six months of this year, the semi-annual report of the 
American-Hawaiian Steamship Company and its wholly owned 
subsidiary, Williams Steamship Corporation, has been made 
public by President Roger D. Lapham. 

This profit contrasts with a deficit of $316,589.15 for the 
corresponding period in 1932. Profit of Williams Steamship 
Corporation for the first six months of this year was $68,122.77 
as compared with $7,747 for the same period in 1932. 

Commenting on the report, President Lapham, in his letter 
to stockholders, states: 


Improvement can be attributed largely to stabilized freight rates, 
but recently there has been a considerable increase in tonnage vol- 
ume and, barring unforeseen contingencies, the operations for the last 
— = \ ee year will reflect a much more substantial profit than the 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


IME charters were again the most active division of the full 

cargo market this last week, while grain fixtures were 
limited to one and in other directions business was generally 
slow. 

The only grain cargo fixed was an Italian steamer for 33,000 
quarters from Port Churchill to Antwerp-Rotterdam on the 
pasis of 2s 6d, or United Kingdom-Havre-Hamburg at 2s 9d, 
with option for Mediterranean discharge at 3s 114d if not east 
of West Italy or 3s 6d if Greece, for the last half of August. 
Buyers of grain for export were eagerly awaiting the removal 
of restrictions in the fluctuation limit of grain prices last week 
and it was expected that this would have a beneficial effect 
on the trade. 

Among the time charters were a fair number in the West 
Indies and Canadian trades, one in the coastwise trade, one 
in the intercoastal trade and one, a steamer of 2,606 net tons, 
for a round trip in the West Coast of South America trade, 
for August, done on private terms. 

Coal fixtures were lacking and in the lumber division the 
only fixture was in the intercoastal trade, the steamer Mis- 
soula, chartered by the American-Hawaiian Steamship Co. to 
load a full cargo of lumber this month at Puget Sound ports 
for New York and Philadelphia. She will stow 4,500,000 feet 
of lumber, all of which is booked. This is the sixth extra 
vessel added to the American-Hawaiian fleet during the present 
heavy eastbound movement in the intercoastal trade. 

Two dirty tankers were fixed to load in the Gulf, one a 
13,000-ton vessel for Dunkirk at 7s for August and the other of 
5,000 tons for London and Birkenhead at 14s 6d for September- 
October loading. A 4,570-ton Norwegian tanker was fixed to 
load a clean cargo from California to China on private terms 
for September. 

Opposition to the application of the Port of Albany for lower 
export, import and intercoastal freight rates to the middle west 
and Central Freight Association territory was offered by Bos- 
ton, Philadelphia, and Baltimore port interests at a hearing 
before the freight traffic managers’ committee of the Trunk 
Line Association in New York August 15. 

The Albany Port Authority seeks to obtain rail rates on a 
parity with Baltimore, the lowest of the North Atlantic ports, 
basing its claim on the short distance between Albany and 
Central Freight Association Territory. The opposing interests 
contended that granting of the application would break up 
the present port differential structure. The representatives of 
Philadelphia, Boston and Baltimore said that, if the applica- 
tion was granted, they were prepared to request a suspension. 

Peter G. Ten Eyck, chairman of the committee represent- 
ing the Albany Port Authority, presented Albany’s case. He 
said Albany felt it was now entitled to rates on export, import, 
and intercoastal traffic because of the development of its port 
facilities in the last year and the nearness of the port to C.F.A. 
Territory. Albany also seeks parity with Baltimore to points 
in Michigan, where the port has an advantage in both distance 
and domestic class rates, he said. 

Walter McCoubrey represented the Boston Port Authority 
and the City of Boston. He said the Commission had in the 
past refused to consider the shorter ocean distance on through 
ocean-rail traffic from Boston to foreign countries in fixing rates 
and that, if the Albany application were granted, Boston would 
ask the opening up of the whole rate structure as affecting 
Boston. 

S. H. Williams, representing the Philadelphia Chamber of 
Commerce, stated Philadelphia’s objections to the Albany claims 
and said that, if the proposed rates were published he would 
immediately file a request with the Commission for suspension. 

Charles R. Seal, representing the Baltimore Chamber of 
Commerce, presented a formal protest against the granting of 
the Albany application. 

The Trunk Line Association’s committee announced that 
it would take the application under consideration. 

Shippers of goods to the Philippines are warned by the 
Bureau of Plant Industry, Manila, against the use of rice, straw 
and chaff for packing, binding or tying merchandise, personal 
belonging, etc., destined to the Philippine Islands, which is 
strictly prohibited by Philippine plant quarantine laws and 
regulations because of the danger of the accidental introduc- 





tion thereby of new rice pests and diseases. Articles packed, 
bound, or tied with these prohibited materials are denied entry 
and are, therefore, returned to the country of origin. Violators 
of plant quarantine laws or regulations are subject to a fine 
not exceeding 1,000 pesos or an imprisonment not exceeding 
six months, or both such fine and imprisonment in the discre- 
tion of the court. 


MERCHANT MARINE TONNAGE 


Tonnage of American documented commercial vessels de- 
creased five per cent for the fiscal year ended June 30, 1933, 
according to Assistant Director A. J. Tyrer of the Commerce 
Department’s Bureau of Navigation and Steamboat Inspection. 
The number of vessels in the merchant marine decreased about 
one per cent. 

The decrease in documented tonnage is accounted for, to a 
large extent, by the scrapping of a large number of the Shipping 
Board vessels, most of which were out of service. 

On June 30, 1932, there were 25,156 documented merchant 
vessels of 15,838,655 gross tons, as compared to 24,868 vessels 
of 15,060,157 gross tons on June 30, 1933, a decrease of 288 ves- 
sels of 778,498 gross tons. 

The principal loss in both number and tonnage was in the 
steam classification, due to the fact that the Shipping Board 
vessels recently scrapped were of this type. Of this type of 
craft there were 5,776 vessels of 12,499,301 gross tons on June 
30, 1932, and 5,476 vessels of 11,787,655 gross tons on June 30, 
1933, a decrease of 300 vessels of 711,646 gross tons. 

Sailing vessels were the next hardest hit with a loss of 115 
vessels of 61,878 gross tons. On June 30, 1932, there were 
1,342 of these vessels of 624,837 gross tons on June 30, 1933. 

Motor vessels are on the increase, as they have been for a 
number of years. They now are at the peak of all time, both in 
number and gross tonnage of vessels. On June 30, 1932, there 
were 12,448 documented vessels of this class of 1,068,524 gross 
tons as compared with the present figures, 12,706 vessels of 
1,074,585 gross tons, an increase of 258 vessels aggregating 6,061 
gross tons. 

Canal vessels decreased 10 vessels of 1,420 gross tons, hav- 
ing on June 30, 1932, 176 vessels of 23,180 gross tons as com- 
pared on June 30, 1933, with 166 vessels of 21,760 gross tons. 

Unrigged vessels, such as scows, barges, dredges and other 
types, decreased by 121 vessels of 9,615 gross tons. On June 30, 
1933, there were 5,293 vessels of this type aggregating 1,613,198 
gross tons, as compared with 5,414 vessels of 1,622,813 gross 
tons for the previous year. 

Yachts decreased less than one and one-third per cent. On 
June 30, 1933, there were 3,692 documented pleasure vessels of 
206,473 gross tons, as compared with 3,692 vessels of 209,221 
gross tons on June 30, 1932, a decrease of 2,748 gross tons only. 

There has been a decided trend of tonnage from foreign to 
coastwise service since June 1, 1921, at which time our foreign 
trade reached its greatest volume, 10,699,596 gross tons, until on 
June 30, 1933, only 4,710,169 gross tons were engaged in foreign 
trade and 10,349,988 gross tons in the coastwise trade. 


SHIPPING BOARD HEARING 


The division of regulation and traffic of the Shipping Board 
Bureau of the Commerce Department will hold a hearing August 
22 in Docket No. 87, Wisconsin & Michigan Transportation Co. 
vs. Pere Marquette Line Steamers, in Room 376, Post Office 
Building, Milwaukee, Wis. 


AMERICAN SEAMEN ON U. S. VESSELS 


The American seaman igs now finding a wider range of em- 
ployment on vessels flying the flag of the United States than 
for many years, according to A. J. Tyrer, assistant director of 
the Commerce Department’s Bureau of Navigation and Steam- 
boat Inspection. This is due, he stated, to the masters of Amer- 
ican vessels showing a preference for native and naturalized 
seamen, 

According to reports covering the fiscal year ended June 
30, 1933, the proportion of American born or naturalized seamen 
shipped and reshipped by the United States shipping commis- 
sioners at the thirteen largest ports of the country and manning 
the American merchant marine increased to 74.7 per cent as 
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compared with 67.7 per cent in the period ending June 30, 1932, 
and 64.3 per cent in the previous year. 

In the fiscal year ended June 30, 1933, a total of 221,128 
seamen were shipped and reshipped on American vessels by 


these shipping commissioners, Of this total, 165,310, or 74.7 per 
cent, either were American born or naturalized citizens. Those 
of other nationalities included 12,780 British, 7,885 Spanish, 8.401 
German, and all others totaled 26,752. 


STEAMSHIPS PROTEST GERMAN ACTION 


A requirement of Germany that permits must be obtained 
where it is proposed to spend 200 or more marks for steamship 
tickets of foreign lines has resulted in American and other for- 
eign steamship lines protesting that the regulation will result 
in discrimination against the foreign lines and prefer the Ger- 
man lines. The Department of State has the matter under con- 
sideration. The indications are that a satisfactory adjustment 
may be made in the interest of the non-German lines. 


BARGE LINE FREIGHT COSTS 


A compilation showing amounts of money expended by va- 
rious municipalities served by the government barge line which 
have supplied the barge line with terminals with computations 
as to cost of handling barge line freight at such terminals have 
been made by F. J. Lisman, chairman of the Lisman Corpora- 
tion, of New York City. The computation, based on 1931 figures, 
according to Mr. Lisman, shows what it would actually cost to 
handle a ton of freight if the municipalities were able to collect 
a charge equal to interest, sinking fund, and depreciation. 

At Minneapolis the barge terminal, for which the barge line 
pays rent at the rate of 15 cents a ton handled, cost approxi- 
mately $689,000; the tonnage was 29,562; rent paid, $4,510; in- 
terest charge of city (figured at 41%, per cent), $29,287; depreci- 
ation at 3 per cent, $20,670; money lost to city, $45,447; con- 
tribution by city or its taxpayers a ton handled, $1.54; tonnage 
required for interest and depreciation at 15 cents a ton, 333,047. 

Treating similarly the situation at St. Louis, Mr. Lisman 
shows the following: Approximate cost of terminal, $650,000; 
tonnage, 253,875; rent paid, $6,750; interest charge of city fig- 
ured at 4% per cent, $27,625; depreciation at 3 per cent, $19,500; 
money lost to city, $40,375; contribution by city or its taxpayers 
a ton handled, 16 cents; tonnage required for interest and de- 
preciation at 15 cents a ton, 314,167. Rental for St. Louis ter- 
minal is not based on the 15-cent rate, according to the compila- 
tion. Mr. Lisman explained that the rate of interest paid by 
the cities was assumed to be 4% per cent, “which is Delow the 
average,” and likewise that depreciation was taken at 3 per 
cent, which was less than the amount paid by nearly all cities 
by way of payment of installments of principal on their bond 
issues. 

Other cities for which losses are shown on the bases in- 
dicated, according to the Lisman study, follow: St. Paul, $39,590; 
Dubuque, $24,815; Rock Island, $25,571; Peoria, $26,490; Bur- 
lington, $17,064; Memphis, $18,849; Helena, $23,431; and Baton 
Rouge, $42,140. 


RAILWAYS AND WATERWAYS 


The declaration that statements contained in the memoran- 
dum prepared by the Association of Railway Executives in reply 
to a previous statement filed with Assistant Secretary of Com- 
merce Dickinson by the Mississippi Valley Association largely 
rest on “self-selected and entirely different hypotheses than 
that upon which our memorandum was based,” is made in a 
pamphlet containing comments of the association addressed to 
Mr. Dickinson, (See Traffic World, July 8, p. 64, and July 22, 
p. 145.) 

The valley association charges in effect that the railway 
statement misconstrued statements in the waterway memoran- 
dum by, as it says on one place, conveniently omitting a quali- 
fying statement. This particular dispute has to do with the 
question of whether “industry is diminishing in the Mississippi 
Valley,” that being one of the premises of the waterway asso- 
ciation. What the railroads omitted was the statement that 
new factories were locating along the seashore and the lake 
shore, according to the association, and used in its computa- 
tions to disprove the assertion that industry was diminishing in 
the Mississippi Valley figures, according to the waterway asso- 
ciation, covering industry and population “in some of the very 
states to which we declare industry is drifting.” Continuing, it 
says: 


Obviously our memorandum had reference to those states of 
the Mississippi Valley, the manufacturing industries of which do 
not enjoy the advantages of water transportation that are available 
to the states bordering the Great Lakes and the seashore. These 
interior states are Minnesota, North and South Dakota, Nebraska, 
Iowa, Kansas, Missouri, Oklahoma, Arkansas, Kentucky and Ten- 
nessee, Conditions similar to those existing in these states are also 
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to be found in portions of adjoining states which are not contiguoys 
to the lakes or seashore. 

In the 15 years between 1914 and 1929 the value of manufacture 
products in these interior states increased 173 per cent, while the 
value of the manufactured products of the states of Wisconsin 
Illinois, Michigan, Indiana and Ohio, whose principal manufacturing 
industries are located along the Great Lakes; and of the South At. 
lantic, Gulf and Pacific states located on the seaboard, increaseg 
237 per cent. During this same period the number of wage earners 
employed in manufacturing in these Great Lakes and_ sSeaboarg 
states increased 51 per cent, while the increase in the middle west. 
ern interior states referred to above was but 30 per cent. 

While the drift of population of the cities is a well known fact 
the railroad answer undertakes to quote the inevitable growth over 
a period of 20 years of a few carefully selected cities in the whole 
Mississippi basin as disproving our assertion that industry and pop. 
ulation are being driven to the rim of the country. 


The fact is, a consolidation of the total population of the 


principal manufacturing cities contiguous to the deep water ports of 
each state along the Great Lakes and seashore sections referred to 
shows these cities have grown 82 per cent in population in 20 years 
while the principal cities in each of the interior states referred to 
collectively show a population incresae of but 48 per cent. * * * 

Under this heading the railroad memorandum calls upon the 
Mississippi Valley Association for cooperation: 

(1) * * “in order that they might adjust their rates to share 
more equitably in the traffic now using the Panama Canal.” 

2) * * “opportunity under the law to meet the competition 
of steamship lines through the Panama Canal for freight traffic.” 

(3) * * “that the steamship lines operating through the Panama 
Canal be brought under a public regulation coordinated with that of 
the railroads.”’ 

We realize fully the value of the railroads and recognize their 
present plight, but we are not of the belief that their difficulties are 
substantially due to the competition of the Panama Canal or of the 
inland waterways. 


The waterway association disputed the railroad assertion 
that railroad land grants were not gifts, “but they were hard- 
driven bargains with the advantage to the government.” 

As to the assertions in the railroad memorandum about 
“hidden costs” in waterway operations, the association took the 
position that, with the exception of the Monongahela River “not 
one of the present projects under which our rivers are being 
improved and modernized is completed,” and that, pending com- 
pletion, traffic and facilities were merely beginning to use the 
waterways. With completed channels and the development of 
a reasonable volume of traffic, according to the waterway asso- 
ciation, “public savings” will, within a reasonable time, amortize 
all expenditures properly chargeable against present day costs 
and low-cost transportation will be brought to the land-locked 
interior. 


“It appears to us,” says the waterway association, “that the 
railroad attitude is one of uncompromising hostility to every 
form of competitive transportation. The railroads are a public 
utility and should not be regarded primarily as wealth pro- 
ducers for private individuals or groups of individuals. They 
should be used as instruments of national service and not al- 
lowed to be manipulated and exploited for the enrichment of 
private interests.” 


IMPROVEMENT OF WATERWAYS 


An allotment of $182,000 for operating and care of locks 
and dams in the Allegheny River, Pittsburgh district, hag been 
approved by the Secretary of War. 


Secretary of War Dern has approved an allotment of 
$452,500 for the Louisiana-Texas intracoastal. waterway, the 
money to be expended in connection with putting into opera- 
tion a new lock about 3.5 miles from New Orleans at the en- 
trance from the Mississippi River, and for bulkhead construc- 
tion at Lockport and Houma and for dredging at Lockport. 
The department said the section of the intracoastal waterway 
between New Orleans and the Sabine River was rapidly ap- 
proaching completion. 

For operating and care of locks and-dams on the Illinois 
River and waterway, Illinois, first Chicago district, in the cur- 
rent fiscal year, an allotment of $133,000 has been made. 

An allotment of $111,300 for maintenance work in Buffalo 
Harbor, N. Y., has been made. 

Allotments of waterway funds have been announced as fol- 
lows by the War Department: For lock and dam operation on 
Ohio River, Pittsburgh district, $480,000; for operating inland 
waterway from Norfolk, Va., to Beaufort Inlet, N. C., $137,000; 
for operating locks and dams, Black Warrior, Warrior and 
Tombigbee Rivers, Ala., $320,000. 


FLORIDA SHIP CANAL PROJECT 


The Roosevelt administration has been asked by advocates 
of the proposed ship canal across the upper Florida peninsula 
to include the project in the public works program. The public 
works administration is making a study of the matter. The 
project is one the adoption of which has been urged for some 
time, the contention being that it would save ships operating to 
and from gulf ports the distance now covered in going around 
the peninsula. 
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TRUCK OPERATORS’ CODE 


The Trafic World Washington Bureau 


EVELOPMENTS at the meeting held last week at the Cham- 

ber of Commerce of the United States under the auspices of 
the Truck Owners’ National Emergency Code Committee, in the 
opinion of observers, virtually made it certain that eventually 
the national recovery administration would have to take a 
hand in bringing opposing factions together if a truck code 
under the national recovery act that would be generally ad- 
hered to was to be made effective. (See Traffic World, Aug. 12.) 

The meeting, called by Frank C. Schmidt, of Ohio, as chair- 
man, and Edward F. Loomis, of the National Automobile Cham- 
ber of Commerce, as secretary, of the emergency code com- 
mittee, resulted in decision by those present to create the 
Federated Truck Associations of America and in the adoption 
of a code of fair competition of carriers of property by motor 
or horse-drawn vehicles. The code was submitted to the na- 
tional recovery administration officials with the hope that the 
administration would accept it as a basis for operators obtain- 
ing “Blue Eagles” under the President’s reemployment agree- 
ment. 

Charges and counter-charges involving the sponsors of the 
emergency code committee meeting and the American Highway 
Freight Association and its officers were made in the course 
of the meeting. Officers of the latter organization said they 
had no connection with the new organization, that they were 
going ahead with their plans, and that they were advising the 
national recovery administration their members would not be 
bound by the provisions of the code adopted by’ the new 
organization. 

The national recovery administration, having been in more 
or less hot water as the result of the correspondence between 
Deputy Administrator Muir and Director Britton, of the National 
Highway Users’ Conference, was pursuing a “hands-off” policy 
so far as taking sides in the controversy was concerned. It 
was preparing to act after the code or codes had been sub- 
mitted. 

Further developments are expected when the American 
Highway Freight Association holds its meeting in Washington 
beginning August 23. Some of those who helped create the 
Federated Truck Associations of America are directors in the 
other organization and are expected to attend that meeting. 
The understanding is that the present officers of the American 
Highway Freight Association will resign at that meeting and 
that new officers will be elected. Some of the truck repre- 
sentatives expressed the hope that one organization ultimately 
would be created. 

After several representatives of state delegations had an- 
nounced withdrawal from the meeting, including those of Penn- 
sylvania, New Hampshire and Massachusetts, J. F. Winchester, 
of the New Jersey Motor Truck Association, made an appeal 
for “united action” instead of representatives “gradually with- 
drawing’ from the meeting. He was particularly sorry that 
the Pennsylvania delegation had served notice of withdrawal. 

Ted V. Rodgers, of the Pennsylvania Motor Truck Associa- 
tion, said the reason for Pennsylvania’s withdrawal was that 
there were men in the room who had reached an agreement 
at Chicago and that the Chicago agreement had not been lived 
up to. Pennsylvania had no assurance, he said, that any agree- 
ment reached at this meeting would be observed and therefore 
it saw no reason for continuing in the meeting. 

Walter Beck, of the Texas Motor Transportation Associa- 
tion, reflected the view that the American Highway Freight 
Association had impaired its usefulness because of its labor 
policy and its attitude toward Deputy Administrator Muir. 
He said it would not be long until the administration would 
require the creation of one organization national in character. 
; Mr. Rodgers defended the American Highway Freight Asso- 
ciation and contended that the agreement made at Chicago 
should be carried out. 

It was stated at the offices of the American Highway 
Freight Association that New Hampshire, Massachusetts, Con- 
necticut, Rhode Island, Pennsylvania, Maryland, Delaware and 
South Carolina had withdrawn from the meeting. 

Question was raised as to the new organization being 
representative of the industry. Chairman Schmidt said in re- 
ply that the organization, in the nature of things, was in the 
process of augmentation. It was asserted several times that 





the action taken at the meeting was subject to the approval 
of the state or district organizations. 

A committee of seven was appointed to handle the presen- 
tation of the code to the administration and proceed with the 
organization. The committee consisted of Walter Beck, of 
Austin, Tex., J. W. Blood, of Wichita, Kan., J. F. Winchester, 
ot Newark, N. J., Charles D. Redwine, of Fayettesville, Ga., 
Theodore D. Pratt, of New York City; Roy B. Thompson, of 
San Francisco, and Chairman Schmidt. Walter W. Belson, of 
Milwaukee, Wis., who served as secretary of the meeting, was 
appointed secretary of the committee. 


Code Provisions 


The code adopted at the meeting provides that it shall be 
“applicable to all vehicles to the full extent permitted by the 
national industrial recovery act.” The code in its earlier stages 
of development had exempted private trucks of industries under 
certain conditions except when engaged in the carrying of 
property for hire. As finally approved the code defined “the 
industry” as meaning and including the transportation of prop- 
erty over thoroughfares by means of motor or horse-propelled 
or drawn vehicles, operated for hire or otherwise, used in con- 
nection with or incidental to any commercial, industrial or other 
business activity.” “Private operator” was defined as one who 
“operates his own vehicles to transport his own property and 
receives no pay from others for the use of his vehicles.” 

The provisions in the code relating to hours of labor, rates 
of pay, unfair practices, prior contracts and administration 


follow: 
Article IV 


Hours of Labor, Rates of Pay and Other Conditions 

Section 1. Pursuant to sub-section (a) of section 7 of the national 
industrial recovery act, and so long as the code shall be in effect, 
the code shall be subject to the following conditions: 

(1) That employes shall have the right to organize and bargain 
collectively through representatives of their own choosing, and shall 
be free from the interference, restraint or coercion of employers of 
labor, or their agents, in the designating of such representatives or 
in self-organization or in other concerted activities for the purpose 
of collective bargaining or other mutual aid or protection; 

(2) That no employes and no one seeking employment shall be 
required as a condition of employment to join any company union 
or to refrain from joining, organizing, or assisting a labor organiza- 
tion of his own choosing; and 

(3) That employers shall comply with the maximum hours of 
labor, minimum rates of pay, and other conditions of employment, 
approved and prescribed by the President. 

(4) In accordance with the provisions of sub-sections 1, 2 and 3 
of section 1 of article IV, the members of this industry propose to 
continue the open or closed shop policy heretofore followed by such 
member and under which unusually satisfactory and harmonious re- 
lations with employes have been maintained. 

(5) The selection, retention and advancement of employes will be 
on the basis of merit without regard to their affiliation or non-affilia- 
tion with any labor organization or other organization. 

Section 2. On and after the effective date of the code: 

(1) The maximum hours for drivers and their helpers and dis- 
patchers shall be forty-eight hours in any one week. Only productive 
hours shall be considered for loading and unloading. The hours spent 
by an owner or employe dead-heading on a vehicle shall not be con- 
sidered as working hours. 

(2) In consideration of the difficulties attending the supervision 
of drivers and helpers while en route and of measuring actual per- 
formance, the employer may, at his option, determine that all or 
part of the work done may be measured in terms of scheduled miles 
on the following ratio of hours to miles: For a tractor, semi-trailer 
and one extra trailer, 720 miles of travel should be considered equiva- 
lent to forty-eight hours of labor; for a tractor and semi-trailer or 
for a truck and a trailer, 1,000 miles of travel shall be equivalent to 
forty-eight hours of labor. 

(3) In further consideration of the special conditions connected 
with this industry, the maximum hours of labor may exceed the 
maximum set forth herein for any one week; provided, however, that 
in such case the average number of hours per week for any six 
months’ period shall not exceed the maximum of forty-eight hours 
per week. 

(4) Except employes primarily or wholly in managerial, super- 
visory or executive capacities who now receive more than $35 per 
week, employes on maintenance and repair work, outside salesmen 
or solicitors, watchmen, billing and rate clerks, station managers or 
employes on very special cases where restriction of hours of highly 
skilled workers would unavoidably reduce service, and except drivers 
and their helpers provided for under sub-sections (1), (2), and (3) 
of this section 2, no office or other employe shall be caused or per- 
mitted to work for more than forty hours in any one week, and no 
subscriber to the code shall reduce the hours in any establishment 
or service operation to below fifty-two hours in any one week, unless 
such hours were less than fifty-two hours per week before July 1, 
1933, and in the latter case shall not reduce such hours at all. 

Section 3. After the date of the employment of any member of 
the industry of any employe, such member shall not Knowingly per- 
mit such employe, who shall have performed work for one or more 
other employers, to work for such member such number of hours, or 
their equivalent as provided in sub-section (2) of section 2 of this 
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article IV as will result in a violation of the code had all such work 
been performed for such member. 

Section 4. 

(1) The provisions of this article IV regarding maximum hours 
may be adjusted to conform with maximum hours of different com- 
petitive forms of transportation agencies which are under the super- 
vision of the Interstate Commerce Commission, public utility com- 
missions, and/or such governing regulatory bodies as may exist. 

(2) The provisions in article IV as to hours of labor and wages do 
not apply to private trucks that come under an individual code where 
both the maximum hours are not more and the minimum wage of 
that code not less than provided herein. 

Section 5. No member of the industry shall knowingly employ in 
or about its establishment or operations in the industry any person 
under sixteen years of age, except that persons between fourteen and 
sixteen years of age may be employed (but not in manufacturing or 
mechanical processes), for not to exceed three hours per day and 
those hours between 7 a. m. and 7 p. m. in such work as will not 
interfere with hours of day school. 

Section 6. Until changed by amendment to the code, no member 
of the industry shall pay to any of the classes of employes subject 
to the provisions of section 2 of this article IV less than forty cents 
per hour unless the hourly rate for the same class of work on July 
15, 1929, was less than forty cents per hour, in which latter case not 
to pay less than the hourly rate on July 15, 1929, and in no event 
less than thirty cents per hour in the North and twenty-five cents 
per hour in the South. It is agreed that this paragraph establishes a 
guaranteed minimum rate of pay regardless of whether the employe is 
compensated on the basis of a time rate or on a piece-work per- 
formance. 

Section 7. No member of the industry shall use any subterfuge to 
frustrate the spirit and intent of this agreement which is, among 
other things, to increase employment by a universal covenant, to re- 
move obstructions to commerce, and to shorten hours and to raise 
wages for the shorter week to a living basis. 

Article V 
Unfair Practices 

The following shall apply to operators of vehicles used for the 
transportation of property: 

Section 1. It shall be an unfair trade practice to transport prop- 
erty at less than reasonably compensatory rates and charges except 
fora recognized charitable organization and it shall further be deemed 
an unfair trade practice for a private operator of a motor vehicle, 
dray or team who shall not include in his element of cost such sums 
for his own service as would correspond to the standard wage for 
like service of any employe doing similar things, if such things were 
done by an employe coming within the scope of this code. 

Section 2. It shall be unfair trade practice to give secret rebates 
or settlements, to obtain business by the use of commercial bribery, 
to make any discrimination in the charge as between different shippers 
or consignees of the same commodities, which difference is not meas- 
ured by differences in the costs in performing scrvices. 

Section 3. Violation by any operator of vehicles used for the 
transportation of property of any provisions of this code, or of any 
amendments hereto, is hereby declared to be an unfair trade practice. 

Article VI 
Prior Contracts 


Where the costs of executing contracts «ntered into prior to the 
approval of this code are increased by the application of this code 
under the national industrial recovery act, it is equitable and promo- 
tive of the purposes of this act that appropriate adjustments of such 
contracts to reflect increased costs be had. 

Article VII 
Administration 


For the purpose of administering the provisions of this code and 
of aiding in the administration of the national industrial recovery act, 
the executive committee of the Federated Truck Associations of Amer- 
ica is hereby authorized and empowered to perform any functions 
and exercise any power necessary to carry out the provisions of this 
code, to obtain the approval of the same = the national recovery 
administration, to receive as appendices to this code and obtain the 
approval thereof of codes for classified or regional divisions of the 
industry, to fix the pro rata share of the amounts to be borne by 
those sede app | in this code required to defray the expenses of the 
administration of its provisions, and to do any and all things necessary 
or incidental to the carrying out of the provisions of this code. 


_ Other than the references to rates and charges set forth in 
article V, the code contains no provisions as to filing and ob- 
servance of rates and charges. 


A meeting of the Federated Truck Association of America 
has been called for August 22 in Washington, the day before the 
meeting of the American Highway Freight Association. 

To facilitate the obtaining of “Blue Eagles” by membbers, a 
special committee was appointed to deal with the recovery ad- 
ministration officials on that subject. The committee was made 
up of J. F. Winchester, W. W. Belson, Theodore Pratt, Charles D. 
Redwine, E. J. Shover and Roy B. Thompson. 

The committee consisting of Messrs. Schmidt, Beck, Blood, 
Pratt, Redwine, Thompson and Winchester, was designated the 
executive committee. In a statement relating to the code this 
committee said: 


Realizing that individual classifications of industry, such as lum- 
ber, coal, oil, etc., have submitted codes wherein, because of special 
conditions, their maximum hours are lower and their minimum rates 
of pay equal to those suggested in the commercial vehicle code, pro- 
vision is made in the commercial vehicle code for permitting such 
specialized industries to operate under their own codes. 

In this manner, no individual industry will. be handicapped and, 
conversely, every industry using commercial vehicles will be en- 
abled to spread employment and wages in full accordance with the 
spirit of the recovery act. 

Because of the peculiar nature of the commercial vehicle indus- 
try these problems have been extremely difficult to solve. 


The Federated Truck Associations of America announced 
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that the following had signed the code submitted to the na. 
tional recovery administration: 

W. P. Horton, North Carolina Truck Owners Assn.; L. D. Furnelj 
Minnesota Truck Owners Assn.; W. S. Corbitt, Henderson, N, @: 
Bertram S. Meyer, New York City; A. E. Haseloff, Vermont Highway 
Transport Council; B. Moran, New York State; Charles Kahles, New 
Jersey Motor Truck Assn.; J. W. Blood, Kansas Motor Transporta. 
tion Assn.; E. E. Swain, Minnesota Truck Owners Assn.; J. R. Calq. 
well, Michigan Motor Transport Assn.; Jerome Fanciulli, Commer. 
cial Motor Vehicle Assn. of the District of Columbia.; Clarence J. 
Roemer, New Jersey Motor Truck Assn.; W. B. Crowley, West Vir. 
ginia Motor Truck Assn.; Cal. F. Young, West Virginia Motor Truck 
Assn.; P. T. McDermott, Commercial Motor Truck, Washington, D, ¢.. 
R. O. Riddle, Florida Automotive Chamber of Commerce; Lincoln 
Clement, Commercial Motor Vehicle Assn. of Maine; C. F. Jackson, 
Akron Motor Transportation Assn. (of Ohio); Joe D. Hughes, Houston, 
Tex.; J. F. Winchester, New Jersey Motor Truck Assn., and Standard 
Oil Company of New Jersey; William C. McKenna, New Jersey Motor 
Truck Assn., and New York and New Jersey Steamboat Co.; W. D. 
Bixby, New York State Motor Truck Assn.; R. S. Koonce, North 
Carolina Truck Assn.; Mortimer A. Sullivan, New York State Truck 
Assn.; Robert Jackson, New Jersey Truck Owners Assn.; an 
Griswold, Ohio Highway Users Federation; E. J. Shover, Ohio High. 
way Users Federation, and Ohio Assn. of Commercial Haulers; Charles 
D. Redwine, Motor Vehicle Assn. of Georgia; L. J. Buckland, New 
York State Motor Truck Assn.; J. A. O’Brien, New Jersey Motor 
Truck Assn.; Roy B. Thompson, California Motor Truck Assn.; Wal- 
ter Beck, Texas Motor Transportation Assn.; T. D. Pratt, New York 
State Motor Truck Assn.; O. L. Prior, Ohio Assn. of Commercial 
Haulers and Ohio Highway Users Federation; Walter W. Belson, Wis- 
consin Allied Truck Owners Assn.; R. J. Buskirk, Tennessee Truck 
Owners Assn.; J. B. Cole, Jr., Alabama Automotive Trades Assn.; 
Frank C. Schmidt, Ohio Assn. of Commercial Haulers and Ohio High- 
way Users Federation. 

Edward F. Loomis, assistant secretary and manager, said 
that at a meeting scheduled for August 22 at the Wardman Park 
Hotel three delegates might attend from each state and that 
they should represent private carriers, contract carriers and 
common carriers. He said plans would be presented for perma- 
nent membership in the federation either by a united state 
motor truck association of all types of owners or by state fed- 
erations of truck owner organizations made up of any or all 
types of owners. He said there also would be presented a 
plan for diversions of various types of truck owners according 
to their business or legal classification, giving each group full 
control through officers, committees, etc., of the special prob- 
lems related to its business alone. It was estimated, he said, 
that it would be possible to support the work of the national 
organization at a cost to truck owners of from 25 to 50 cents a 
truck a year. 

The American Highway Freight Association has asked the 
national recovery administration to withhold action on the code 
submitted on behalf of the Federated Truck Associations of 
America until the code being prepared by the Highway Freight 
Association has been submitted. It was understood that no final 
action with respect to approval of a permanent code would be 
taken until after the Highway Freight Association code had been 
submitted. 


BUS OPERATORS’ CODE. 


Members of the National Association of Motor Bus Opera- 
tors have been advised by John M. Meighan, secretary-manager, 
that negotiations with the national recovery administration indi- 
cate that “the peculiar problems involved in the operation of 
motor bus lines make it impossible to apply the President’s (re- 
employment) agreement to the motor bus industry.” 

“The administration,” said he, “is sympathetic with these 
peculiar problems, and it has agreed to expedite as much as pos- 
sible the handling of the permanent bus code so as to bring 
about a hearing at an early date. 

“Pending the hearing on the motor bus code and its approval 
by the President, it is suggested that all of our members put into 
effect the provisions of section 3 of the bus code and that if any 
question is raised in their territory as to their compliance with 
the President’s program they make an announcement to the 
following effect: 

The ———————— company is pleased to cooperate with the 
President in his emergency re-employment program and is comply- 
ing with the provisions of the code of fair competition for the motor 
bus industry now awaiting the President’s approval. 

“While no definite information is yet available, it is expected 
that the administration will arrange for a hearing on the bus code 
some time within the next two weeks. Approval of the code 
in its present form or with modifications suggested by the recov- 
ery administration can be expected almost immediately after the 
hearing is held. Naturally, as soon as the code is approved motor 
bus companies subscribing to the code are eligible to display 
the insignia of the recovery administration.” 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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TRANSPORTATION CONFERENCE 


The Trafic World New York Bureau 


The National Transportation Conference of 1933, composed 
of representatives of organizations interested in all phases of 
transportation, held its second meeting in New York, August 
jj and 11. At these meetings, which followed the initial series 
in Chicago on July 18, 19 and 20, the conference organized with 
the election of permanent officers. 

Government ownership was the principal subject under dis- 
cussion. Prof. Lewis C. Sorrell, secretary of the conference, 
jssued the following statement on the deliberations of the con- 
ference at the close of the meetings: 


The conference received and discussed at length a report of a 
special committee on government ownership and operation of the 
geveral transportation facilities, It was agreed that private railway 
operation required the assumption of definite responsibilities both by 
the managements of the railways and the public. It was also agreed 
that this required further consideration of the assistance rendered to 
yarious transportation agencies by the government and of equal, 
though not identical, regulation, and that the obligations of the pub- 
lic and the railway managements must be defined, and that condi- 
tions prerequisite to successful private operation must be determined. 
The subject was committed to a special committee for further con- 
sideration of ownership and regulation and the preparation of a com- 
prehensive report and conclusions. 


Prof. Sorrell said that, while the conference took no definite 
stand against government operation, neither did it take a position 
in favor of it. He said there would be further discussion of the 
subject at future meetings in Chicago, with the probability that 
a definite conclusion would be reached. The next meeting of 
the conference will be held in Chicago September 7 and 8 and 
other meetings will be held throughout the fall in both Chicago 
and New York. The personnel of the special committee to pre- 
pare a report on ownership and operation has not yet been 
selected. It is the purpose of the conference, Prof. Sorrell said, 
to consider what conditions are necessary if private ownership 
and operation are to continue, or what conditions should obtain 
if the alternative of government control is adopted. 


In order to clarify recent press reports indicating that the 
conference is connected with the recent railway conference held 
at Atlantic City July 27, Prof. Sorrell stated that this was not 
the case and that the conference was a separate entity. It 
originated, he said, with the idea that it was necessary to study 
all agencies of transportation with an “open mind” and to con- 
sider the subject more broadly and specifically than has been 
the case with the various groups which have studied the problem 
in the last year, though without any intent to criticize the con- 
clusions of these groups. Definite action on various questions 
is to be suggested. 


In illustration, Prof. Sorrell cited the conclusion of the 
Coolidge committee, which stated that congress should declare 
its intention on the fourth section. The purpose of the National 
Transportation Conference of 1933 in this case would be to sug- 
gest definite action. 


The conference will also consider the issues of what the 
machinery ought to be for carrying into effect the conclusions 
suggested—whether authority should be vested in the Interstate 
Commerce Commission for all forms of transportation or, perhaps, 
there should be other controlling bodies. The question of govern- 
mental subsidies to various forms of transportation will be 
another subject discussed. 


The following statement of the purposes of the National 
Transportation Conference of 1933 was issued by Prof. Sorrell: 


It is the purpose of the conference: 


(1) To provide a medium for the disinterested study of the en- 
tire transportation problem, including both its developmental and its 
regulatory aspects, as it relates to every agency of transportation, 
in order to determine in so far as possible the basic principles that 
should, in the public interest, underlie a national transportation policy; 

(2) To disseminate views thus formulated for the purpose of 
creating a sound public opinion with respect thereto; and 

(3) To recommend such specific changes in legislation as may 
be necessary and desirable with respect to said national policy. 


It is planned to complete the deliberations of the conference 
and to reach specific conclusions in time to be submitted before 
Congressional committees in accordance with the indicated plan 
of President Roosevelt to have changes in transportation legis- 
lation presented at the next session of Congress. The conclu- 
sions of the conference are to be issued in printed form. 


The organizations represented at the conference embrace a 
wide variety of interests connected with or interested in trans- 
Portation of every kind. The representatives of these interests 
have approached the issues involved with an “open mind,” Prof, 
Sorrell said, and it is the aim of the conference that no single 
interest or group of interests shall dominate. Though individual 
groups may be biased as to what would best suit their own 
interests they are willing to consider the issues on their merits 
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and the conference is taking the proper attitude, he says, in 
demanding all possible information on each question. 
The conference chose the following permanent officers: 


, ae Harry A. Wheeler, president, Railway Business Asso- 
ciation. 

First vice chairman, Henry Bruere, president, 
Bank, 

Second vice chairman, James E. Wilson, chairman, transportation 
committee, National Association of Manufacturers. 

Secretary, Lewis C. Sorrell, professor of transportation, Univer- 
sity of Chicago. 


Bowery Savings 


Organizations represented at the New York meetings and 
their representatives who appeared were as follows: 


American Bankers’ Association; Lewis L. Strauss, chairman, 
Mercantile Commerce Bank & Trust Co. of St. Louis, Mo., New York. 

American Highway Freight Association: J. L. Keeshin, president, 
American Highway Freight Association, Chicago; Charles C. Cotterill, 
traffic consultant, New York. 

American Newspaper Publishers’ Association: R. A. Cooke, mana- 
ger traffic department, American Newspaper Publishers’ Association, 
New York. 

American Short Line Railroad Association: F. J. Lisman, regional 
vice president, American Short Line Railroad Association, New York; 
Fred J. Sheehy, regional vice president, American Short Line Railroad 
Association, Chicago; W. L. White, president, American Short Line 
Railroad Association, Washington, D. C. 

Association of Railway Executives: J. M. Davis, president, Dela- 
ware, Lackawanna & Western Railroad, New York; R. V. Fletcher, 
general counsel, Association of Railway Executives, Washington, D. 
C.: L. W. Baldwin, president, Missouri Pacific Railroad, St. Louis, 
Mo.; I. B. Tigrett, president, Gulf, Mobile & Northern Railroad, Mo- 
bile, Ala., and Dr. C. S. Duncan, Association of Railway Executives, 
Washington, D. C. 

Association of Regulated Lake Lines: George B. Wright (member 
executive committee, Association of Regulated Lake Lines), freight 
traffic manager, Detroit & Cleveland Navigation Co., Detroit; H. S. 
Noble, president, Great Lakes Transit Corp., Buffalo; H. T. Hoopes 
(chairman Association of Regulated Lake Lines), general manager 
Minnesota-Atlantic Transit Co., Detroit. 

National Association of Manufacturers: James E. Wilson (chair- 
man transportation comimttee), vice president, Larkin Co., Buffalo; 
F. N. Bard, president, Barco Manufacturing Co., Chicago; Waltor 
J. Kohler, Kohler, Wis.; Noel Sargent, secretary, National Associa- 
tion of Manufacturers, New York. 

Railway Business Association: Harry A. Wheeler, president, Rail- 
way Business Association, Chicago; D. L. Winchell, Remington-Rand, 
Inc., New York. 

Security Owners’ Association and National Association of Mu- 
tual Savings Banks (Joint Committee): Milton W. Harrison, presi- 
dent, Security Owners’ Association, New York; Henry Bruere, (chair- 
man, committee on railroads, National Association of Mutual Savings 
Banks), president, Bowery Savings Bank, New York; Col. Leonard 
P. Ayers, vice president, Cleveland Trust Co., Cleveland; Fred N. 
Oliver (counsel, Security Owners’ Association and National Associa- 
tion of Mutual Savings Banks), Oliver & Donnally, Washington, D. C.; 
A. C. Robinson, chairman, Peoples-Pittsburgh Trust Co., Pittsburgh; 
James Lee Loomis, president Connecticut Mutual Life Insurance Co., 
Hartford. 


The following organizations were represented by observers 
as follows: 


Canal Operators’ Association: R. G Narelle, president, Seaboard- 
Great Lakes Corp., New York; W. E. Hedger, president, W. E. Hed- 
ger Transportation Corp., New York; L. W. Lake, president Dispatch 
Shipping Corp. 

Maritime Association of the Port of New York; J. P. Magill, 
special representative, New York. 

American-Hawaiian Steamship Co.: Edward P. Farley, chairman, 
American-Hawaiian Steamship Co., New York. 


PROTECTIVE RATE INCREASES 


The Trafic World Washington Bureau 


It is inferred by Commission men who have come into con- 
tact with the matter that the railroads throughout the country 
have decided that where they reduced the basic rates the 
abolition of the surcharges at the end of September shall not 
result in a lowering of the present level of such rates. A num- 
ber of them have already filed tariffs, effective October 1, 
making increases in basic rates equal to the amount of the 
surcharges. A number of them, on account of tariff publica- 
tion rules, have had to file sixth section applications to enable 
them to file tariffs to retain the present level on and after 
October 1. 

The whole thing is more or less technical, due to the fact 
that when the Commission approved the imposition of sur- 
charges it said that if reductions were made after the surcharges 
had been imposed, the cuts should be, not in the surcharges, 
but in the basic rates. Therefore if the carriers desired to 
make a two cent reduction in a rate of 50 cents composed of 
a basic rate of 48 cents and a surcharge of 2 cents, they cut, not 
the 2 cent surcharge, but the 48 cent rate itself. The surcharge 
of 2 cents was thereby left intact, although the result was just 
the same as if collection of the surcharge were foregone. 

The present effort is to prevent cuts below the total of the 
reduced basic rate and the surcharge. To accomplish that the 
basic rate is to be raised to the combination of the present 
reduced basic rate and the surcharge. Unless that is done the 
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removal of the surcharge will bring the rate to a point lower 
than ever intended. 

A tariff filed by the Akron, Canton & Youngstown, supple- 
ment No. 24 to its I, C. C. No. 328, effective October 1, illus- 
trates publications not needing sixth section permission. It 
increases the rates on a number of commodities so that when 
the surcharges are taken off their total will be the same as if 
the abolition of the surcharges had not taken place. 

Sixth section applications filed by E. B. Boyd, Nos. 5352, 
5348 and 5366, ask that the Commission permit the filing of 
supplements to accomplish the purpose for which the A. C. & 
Y. tariffs were filed notwithstanding the limitations of tariff 
publishing rules. No. 5352 covers canned goods, cocoa beans, 
chlorate of potash and crude rubber from south Atlantic ports 
and No. 5348 covers crude rubber and chlorate of potash im- 
ported through Gulf ports. No. 5366 covers imported wood 
pulp from the southern ports. 

The justification offered in the Boyd applications is that the 
eastern lines serving the north Atlantic ports intend to file 
tariffs to prevent reductions in present rates on commodities 
the basic rates on whcih were reduced after the imposition of 
the surcharges. 


AIRWAYS AND ECONOMY 

Secretary Roper and other officials of the Department of 
Commerce discussed with representatives of the aviation in- 
dustry this week the department’s plans for effecting savings 
in the operation and maintenance of the federal airways sys- 
tem. The department’s plans were criticized by William P. 
McCracken, Jr., formerly Assistant Secretary of Commerce for 
Aviation, and Paul Henderson, formerly Second Assistant Post- 
master General in charge of air mail, both representing the air 
industry. Their point was that economies should not be made 
effective that would impair the federal airway navigation aids 
to safety of the air service. The proposed economy program 
calls for discontinuance of a number of intermediate landing 
fields, of communications facilities and airways beacons. 


AIR TRAFFIC 


“Because of its speed and reliability air transportation has 
become an important factor in the national recovery program,” 
says the Aeronautical Chamber of Commerce of America. 

“A record total of 229,075 passengers were carried on the 
nation’s air lines the first 6 months of this year, as compared 
to 223,834 in 1932, the record year. During the first quarter of 
1933 passenger totals were about 27 per cent ahead of the same 
period in 1932. During April and May, although traffic increased 
steadily, the volume was not sufficient to prevent the cumula- 
tive total from dropping 1.5 per cent behind 1932 at the end 
of May. In June, however, traffic jumped at an amazing rate, 
with 55,490 passengers, bringing the 6 months’ total to 2.3 per 
cent above the same period last year. Meanwhile passenger 
mileage for the 6 months shows even a more striking growth, 
being 73,277,579 passenger miles for 6 months this year as com- 
pared to 57,654,217 during the 1932 period, an increase of 27.9 
per cent. 

“Air mail poundage has remained below that of 1932, but 
it has gained. It was 22 per cent less at the end of the first 
quarter. At the end of the first 6 months the decrease had fallen 
15.8 per cent. Air express has remained at 22 per cent 
above 1932.” 


FOREIGN AIR MAIL SERVICE 


Foreign air mail service of the Post Office Department, ac- 
cording to Postmaster General Farley, is playing a vital part in 
the rehabilitation of the trade of the United States with Latin 
America, which he said in 1929 made up two billion dollars—one- 
fifth—of our entire world trade. 

Reports for June, said Mr. Farley, indicated that a renewed 
flow of trade and commerce between the Americas was already 
under way. 

In June, continued he, an ordinarily slow month for export 
activity, the northbound service over the trans-Caribbean trunk 
line of Pan American Airways, Inc., between North America and 
South America, turned back to the U. S. Treasury a profit of 12 
cents a mile flown, over and above the contract cost to the de- 
partment for the service. On that basis, he said, the foreign air 
mail routes operated by Pan American Airways System would 
return to the U. S. Treasury approximately $1,750,000 this fiscal 
year, a substantial gain over last year. 

Current mail volume on the international routes is running 
at the rate of nearly one million letters a month, according to 
Mr. Farley, adding that 94 per cent of the volume represented 
business correspondence. Records indicate that 78 out of every 
100 air passengers in the trades covered are business travelers, 
and in the four and one-half years since the service was ex- 
tended beyond Cuba, 203,000 passengers have traveled approx- 
imately 71,000,000 miles over these airlines. International air ex- 
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press service also is a direct aid to the foreign commerce of the 
United States with Latin America, according to the Postmaste; 
General. 


OIL REGULATIONS STAND 


Regulations to be observed by carriers of petroleum and 
its products from the east Texas and Oklahoma City oil fields 
will remain in effect, Justice Joseph Cox of the Supreme Court 
of the District of Columbia having denied the application for 
an injunction forbidding their enforcement made in Southpor 
Petroleum Co. et al. vs. Harold L. Ickes, secretary of the jp. 
terior. Justice Cox ignored the contention of the complainants, 
Texas oil companies, that the forbidding of the transportation 
of petroleum alleged to have been produced in violation of state 
conservation laws and regulations was not a regulation of 
commerce among the states. Instead he looked at the matter 
from the point of view of the emergency declared by Congress 
to exist. 

In substance he said that the President of the United States, 
acting through the Secretary of the Interior, could not be ep. 
joined. The greatest obstacle to be overcome by the complain. 
ants, he said, was the fact that the President of the United 
States could not be enjoined in the performance of a duty im. 
posed upon him by a statute. He said the Constitution had 
to be read in the light of the emergency declared to exist and 
that the executive powers of the President could not be con- 
trolled by injunction. He suggested that the conclusion that 
“necessity is the first law of nature” extended to governments 
as well as to individuals and that there were emergencies other 
than those created by war. 

The regulation of commerce among the states phase of the 
matter did not draw any attention from the carriers required 
to take affidavits from consignors of oil to the effect that it had 
not been illegally produced before transporting the oil. Attor- 
neys for carriers did not take part in the case. 


FIVE-DAY WEEK AND DEMURRAGE 


There has been some informal discussion at the Commis- 
sion about the application of the demurrage code of the rail- 
roads in instances where, in aid of the national government’s 
effort to spread work and increase purchasing power, a plant 
is being operated on a five-day week basis. No definite action, 
however, has been taken. 

The question has been raised with the National Industrial 
Traffic League as to what would be done about demurrage 
charges accruing on Saturday at a plant where the five-day 
week was in use. The chairman of the League’s committee 
on demurrage and storage has taken up the question with the 
chairman of the general committee of the American Railway 
Association, transportation division. That committee, the league 
has been informed, has taken the matter under consideration. 

A general thought is that those operating under the aver- 
age agreement will have little if any trouble in avoiding the 
payment of demurrage accruing on Saturday if they are operat- 
ing on a five-day week basis because credits for prompt un- 
loading generally more than balance debits by reason of slow 
unloading. However, there is an idea that something will have 
to be worked out for the benefit of a plant that is not operat- 
ing under the average agreement that has adopted the five-day 
week. 





SUSPENDED TARIFFS 


In I. and S. No. 3903, the Commission has suspended from 
August 15 until March 15, schedules in supplement No. 41 to 
Dulaney’s exceptions to southern classification, I. C. C. No. 
45, and other agency tariffs. The suspended schedules propose 
to cancel less-than-carload commodity rates on rope and twine 
(made from sisal, istle, jute and manila), at present rated 
column 50 (50 per cent of first class), and apply in lieu thereof, 
higher third class rates (70 per cent of first class), on traffic 
between southern points, from southern points to St. Louis and 
intermediate points, and via raiHand-water routes between 
southern points and eastern port cities, except that the rates 
from New Orleans will continue on special commodity basis 
to certain southern points. 

In I. and S. No. 3902, the Commission has suspended from 
August 13 until March 13 schedules in supplement No. 231 to 


Boyd’s I. C. C. No. A-1865, Johanson’s I. C. C. No. 2519 and sup- 
plement No. 1 thereto, and other tariffs published by agents and 


individual lines. The suspended schedules propose to revise 
rates on common brick, in carloads, from producing points in 
Kansas to destinations in northern Missouri, which results gen- 
erally in increases. The following is illustrative, rates being in 
cents a 100 pounds: 


From Chanute, Kans., to Jefferson City, Mo., present rate 12% 
cents, proposed 13% cents; from Chanute, Kans., to Sedalia, Mo., 
present rate 10 cents, proposed rate 12% cens; from Chanute, Kans., 
to La Plata, Mo., present rate 12 cents; proposed rate 14 cents. 
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August 19, 1933 


COORDINATION OF TRANSPORTATION 


The Traffic World Washington Bureau 


As a first step in a nation-wide survey of transportation, 
coordinator Eastman has sent out a questionnaire to approxi- 
mately 100,000 shippers and receivers of less-than-carload pack- 
age and parcel freight handled by railroads, express agencies, 
trucking Companies and forwarders, asking them questions, the 
answers to which, he hopes, will enable him to carry out what 
he calls his important duty of readjustment and improvement 
of freight service to meet present conditions, especially with 
respect to the handling of less-than-carload freight, express and 
similar merchandise traffic. 

The objective, according to the coordinator’s statement, is 
to help the carriers improve their methods of handling and 
charging for freight service, with a view to greater economy 
and more efficient and attractive service better adapted to pres- 
ent day conditions. The questionnaire was prepared by the 
coordinator’s section of transportation, of which J. R. Turney 
js director. Mr. Turney has been greatly interested in the 
subject. This step will be followed shortly by other ques- 
tionnaires, also prepared by Mr. Turney’s section, but addressed 
to the different classes of carriers. 

By means of the questionnaire Mr. Eastman expects to 
obtain a picture of that phase of the situation created largely by 
the appearance of the truck from the point of view of the 
carrier and the shipper, covering not only line-haul carriage but 
also store door pick-up and delivery service about which there 
has been much talk and many experiments in the efforts of the 
railroads to meet that form of competition. Among those in- 
terested it is generally admitted. that the data are relatively 
few and disjointed. The need for a survey with a view to 
knowing what can and should be done is generally admitted. 

Speed is deemed desirable and Coordinator Eastman not 
only hopes for answers to his questions right away but also 
hopes to complete summaries and analyses of returns to his 
questionnaire by September 1. 

This branch of the survey contemplates a delving into truck 
transportation to all distances, with particular reference to 
transportation under 50 miles, excluding city or local truck 
service, between 50 and 250 miles and over 250 miles, with 
reasons that led to the use of truck transportation and reasons 
which limited the particular shipper’s use of such transporta- 
tion. 

As to store door delivery, the shipper is invited to tell 
whether from solely a service point of view he desires the 
railroads to perform pick-up and delivery, or pick-up only, or 
delivery only, or neither pick-up nor delivery. 

The Commission, in many cases, has heard testimony on 
some of the questions that have been asked but the information 
given has not been collected nor considered as part of a survey 
such as the coordinator is undertaking. 

In a statement about the move initiated by him, Coordinator 
Eastman said: 


The coordinator is sending out today a questionnaire to approxi- 
mately 100,000 shippers and receivers of less-than-carload, package 
and parcel freight handled by railroads, express agencies, trucking 
companies, and forwarders. This questionnaire has been prepared by 
his section of transportation service, J. R. Turney, director. It will 
be a first step in a nation-wide market survey of transportation, and 
will be followed shortly by other questionnaires prepared by the sec- 
tion of transportation service and sent to the various classes of car- 
riers. 

The objective in this inquiry is to help the carriers improve their 
methods of handling and charging for freight service, with a view 
to greater economy and more efficient and attractive service better 
adapted to present-day conditions. It is hoped to centralize and co- 
ordinate efforts in this direction which the carriers are making indi- 
vidually. The coordinator recognizes that before any constructive 
plan can be devised it is essential to obtain the suggestions of ship- 
pers and full information as to their service requirements. This first 
questionnaire is for that purpose. 

The coordinator hopes that shippers and receivers of freight gen- 
erally will avail themselves of this oportunity to make known their 
needs. It will be of great help to him if they do this. Shippers and 
receivers of merchandise who for any reason fail to receive a copy 
of the questionnaire are urged to fill out a reprint taken from news- 
papers or periodicals if available, or if not, to write direct to Wash- 
ington for a copy. 

The section of transportation service plans to complete the sum- 
oot ae analyses of the returns to this questionnaire by Septem- 
er i, 4 


In the questionnaire the recipient is asked to check one of 
the twenty-eight businesses listed which best describes his busi- 
ness, the list including every business that ships in less-than- 
carload quantities, including petroleum and its products, metals 
other than iron or steel and their products, and miscellaneous. 

The other schedules in the questionnaire follow: 


Kind of transportation service used: Estimated merchandise trans- 
ported in 1932 by railroal L. C. L. freight service; estimated mer- 
chandise transported in 1932 by forwarders or freight consolidators; 
— estimated merchandise transported in 1932 by express, all in net 

ns. 
Estimated merchandise transported in 1932 by truck: Under 60 
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miles, excluding city or local truck service; over 50 and under 250 
miles; over 250 miles, all in net tons. 

Check which of the following reasons (as many as are applicable) 
led to your vse of truck transportation: Simpler classification or 
rates; cheaper packing; store-door pick-up; store-door delivery; 
cheaper total cost; faster service; more flexible or convenient serv- 
ice; late accep.ance of shipments; less damage to or loss of freight; 
personal friendship or interest. 

Check which of the following reasons (as many as are applicable) 
limited your use of trucks: Charges too high; lack of uniform or 
definite rates; lack of responsibility; failure to maintain regular 
schedule; pick-up or delivery inconvenient; excessive loss or damage. 

Patrons and store-door service: Are you: (check one only) A 
shipper of merchandise? a receiver of merchandise? both a shipper 
and a receiver of merchandise? 

From solely a seivice standpoint do you want railroads to per- 
form (check one onely): Pick-up and delivery? pick-up only? delivery 
only? neither pick-up nor delivery? 


In a letter addressed to shippers and receivers of merchandise 
freight, Coordinator Eastman said: 


Under authority of emergency transportation act of 1933, Presi- 
dent Roosevelt has appointed me federal coordinator of transporta- 
tion. An important duty under this act has to do with the readjust- 
ment and improvement of freight service to meet present conditions, 
especially with respect to handling less than carload freight, express, 
and similar merchandise traffic. . 

In order that my staff may have the view of the shipper on these 
problems, we have prepared the list of simple questions (printed on 
the reverse side of this letter), the answers to which will be of in- 
valuable aid to us in doing this job. 

I earnestly ask your cooperation in filling out and returning this 
list to me at your earliest convenience. Absolute accuracy is not 
expected. 

In answer to questions C, D, and E, estimate as closely as you 
can the approximate amount of merchandise you shipped and/or re- 
ceived in 1932 (expressed in tons of 2,000 pounds) by railroad L. C. 
L. freight service, by forwarding companies and by an express agency. 

In answer to questions F, G, and H, please approximate as closely 
as you can the amount of merchandise tonnage shipped and/or re- 
ceived within each of the three mileage zones by truck (including 
owned or operated trucks, trucks handling your merchandise under 
contract, and common-carrier trucks, but excluding local or city 
hauls). This information will be particularly helpful in our investi- 
gation of the economic sphere of truck activity. 

In answer to questions I and J, simply put a check opposite each 
of the numbered reasons of service or rates which influenced your 
choice of rail or truck service. As I may desire to communicate 
with you about your answers, I shall appreciate it if you will also fill 
in the spaces for your firm’s name, the kind of business in which 
engaged, its address, and your name and title. 

It may be added that neither your firm’s name nor your own 
will be divulged to any persons except sworn governmental employes, 
and your business secrets will be treated in strictest confidence. 

The time at our disposal is so iimited that I hope you will be 
able to fill out and return this list of questions in the enclosed self- 
addressed envelope immediately. No postage is required. 


Coordinator Order Review 


The Commission has established rules of proecdure govern- 
ing review of orders of the federal coordinator of transportation 
to be observed if and when an aggrieved party asks for a review 
in accordance with the provisions of the Roosevelt emergency 
railroad transportation act, 1933. In establishing the procedure, 
the Commission said: 


Under the authority of section 9 of the emergency railroad 
transportation act, 1933, approved June 16, 1933, the following general 
rules are hereby established to govern proceedings for review of 
orders of the federal coordinator of transportation by the Com- 
mission: 

A petition to the Commission, under section 9 of the Emergency 
railroad transportation act, 1933, for review of an order of the fed- 
eral coordinator of transportation shall comply with rule XXI of the 
rules of practice before the Commission, as to matters of form, style, 
and signature: and, as nearly as may be, shall conform to the re- 
quirements of rule XV of the rules of practice as to petition for re- 
hearing of decisions of the Commission, or a division thereof, and 
shall be served upon the federal coordinator of transportation and 
upon any parties to the proceedings before him which resulted in the 
order, and a certificate of such service be made as required by rule 
VI (b) of the rules of practice. A copy of the order complained of 
shall be set out as an exhibit to the petition. Copies of the petition 
oo be filed with the Commission in number as required by rule 
I (qd). 

The answer, if any, by the federal coordinator of transportation 
shall conform to the same general specifications as to form and style, 
and shall be served and filed in the same manner and within the 
same time as provided for replies to petition for rehearing under 
rule XV-A of the rules of practice. Upon failure so to answer, issue 
will be deemed to be joined. 

If, upon consideration of the petition and the answer, the Commis- 
sion grants a review of the order of the federal coordinator of trans- 
portation, it may suspend his order, or, with or without such sus- 
pension, may proceed to hearing and determination in like manner as 
upon complaints brought under section 13 of the interstate commerce 
act. Interventions will be permitted in the same manner as provided 
by rule II (1), paragraphs 1 to 4 inclusive, of the rules of practice. 
In other respects the procedure shall be governed by the rules of 
practice before the Commission, so far as they may be applicable. 


Marketing of Transportation 


Among the surveys that will be made by Coordinator East- 
man’s section of transportation will be one covering the mar- 
keting of transportation by the railroads. That fact was re- 
vealed in a statement prepared by J. R. Turney, director of the 
section of transportation, as part of a general description of the 
work of the coordinator that is being done by that section. The 
word “marketing” is used by Mr. Turney as covering “pricing, 
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development and sale of transportation.” <A statement by Co- 
ordinator Eastman, in which the quoted language of Mr. Turney 
was used, follows: 

“In order that there may be a better understanding of the 
work which the coordinator has in hand, he will from time to 
time issue statements descriptive of the various phases of this 
work. The attached has been prepared by J. R. Turney, director 
of the section of transportation service:” 


Work of the Section of Transportation Service 


Objective—The basic objective of the section is by investigation, 
assembly and analysis to recommend ways and means by which 
transportation service can be improved with a view to greater economy 
and more efficient and attractive service, better adapted to present- 
day conditions, It is hoped to centralize and coordinate the efforts 
in this direction which the carriers are making individually. The sec- 
tion is proceeding simultaneously with four major surveys. 

Merchandise Survey—The first of these surveys deals with mer- 
chandise traffic, that is, freight handled in less-than-carload quanti- 
ties by railroads, express agencies, freight consolidators or forwarders, 
trucks and to some degree by parcel post. This survey will include 
an investigaticn of the volume of this traffic; the amount handled by 
each of the several transportation agencies; the principal channels 
and routes of trade; the service requirements of the traffic from 
the standpoint of the patron; methods and instruments by which the 
traffic is handled, and the experiments which have been made by 
individual carriers in adopting new methods or instruments, accom- 
panied by a critical and technical investigation of new devices and 
equipment, such as _ skids, lift trucks, trailers, trucks, truck bodies, 
containers, sectional cars, automotive rail trucks or interchangeable 
rail and highway equipment; the profitableness of the traffic, present 
and potential, to the several carriers; and finally the means by which 
the several transportation agencies can be coordinated so that each 
will operate efficiently in its own economic sphere, 

Inquiries—The section is preparing and sending out inquiries on 
a nation-wide scale to shippers, truck lines, forwarding or consoli- 
dating companies, and express agencies. Assisting closely in this 
work is an advisory committee of rail executives, Vice Presidents J. 
F. Deasy, of the Pennsylvania, F. W. Robinson, of the Union Pacific, 
and Charles Barham, of the Nashville, Chattanooga & St. Louis, re- 
cently appointed by the carriers’ Regional Coordinating Committees, 
together with Messrs. W. H. Chandler, C. E. Hochstedler and M. M. 
Caskie, regional traffic assistants of the coordinator. Additional com- 
mittees representing truck operators, forwarders and consolidators, 
express agencies, and representative industrial traffic managers from 
all sections of the country are being formed to aid in the work. 

_ Carload Survey—A_ carload traffic survey will follow substan- 
tially along the same lines as that of merchandise traffic, with par- 
ticular attention to the terminal phases of the problem. Advisory 
committees of carriers and their patrons will be appointed to assist 
in this work. 

Passenger Survey—The third survey will deal with passenger traf- 
fic. It will search for methods by which that service may be made 
more useful and attractive to the public, and at the same time more 
economical. This investigation will pertain to the use of various 
agencies for passenger transportation, their relative popular appeal, 
the proper sphere of each and the possibilities which lie in coordina- 
tion. Consideration will be given to the potentialities of new equip- 
ment and devices for the handling of passenger traffic and detailed 
studies will be made of experiments in the modernization of service 
by individual carriers in various parts of the country. A most im- 
portant branch of this work will be an attempt to uncover, measure 
and develop new markets of passenger traffic. 

Marketing—Another survey will deal with methods and organiza- 
tion employed in the pricing, development and sale of transportation. 
Emphasis is placed on the fact that this investigation will be sym- 
pathetic rather than critical. In this as in other activities of the 
section the purpose is to be helpful. Investigation and analysis will 
be made of the form, duties and nature of the traffic organizations 
of representative systems, their sub-departments and sub-divisions 
and also common or joint agencies and bureaus. Investigation will 
also be made of the rate-making machinery to see if further means of 
simplification and of economy in pricing procedures and methods 
can be found. Methods and costs as well as regulatory requirements 
in compiling, checking, revising, printing and publishing tariffs will 
be analyzed and examined with a view to making tariffs more intel- 
ligible to patrons, and less expensive to carriers. Methods of selling 
transportation, or soliciting traffic, both by central office representa- 
tives and by on-line and off-line commercial agencies, will be exam- 
ined. Personnel, costs, sales efforts, methods of control, productivity, 
and market possibilities will be reviewed. Advertising policies and 
media will be examined, particularly with respect to the substitution 
of advertising in part for direct sales efforts. Finally the need and 
potentialities of market research and development by carriers indi- 
vidually and in cooperative groups will be explored. 


More Questionnaires 


In further elaboration of his survey into the problem of 
handling merchandise by railroads, Coordinator Eastman has 
sent out two other questionnaires prepared by his section of 
transportation service. One calls for statistical information. 
The other calls for the opinions of executives, anonymously 
stated, about the classification of less-than-carload freight as to 
whether it is too complex with an implied suggestion that there 
should be but one class with appropriate surcharges for light, 
bulky, fragile or valuable shipments. 

The questions posed in that questionnaire, it is believed, 
cover as wide a range on the subject of merchandise handling 
as has been covered by those in railroad and shipper service in 
any round-table discussion ever held on the problems created by 
the advent of the truck into the business of handling less-than- 
carload traffic. It winds up with a request that the writer of 
answers to the questions express his opinion as to what he 
thinks the railroads themselves can or ought to do, if anything, 
_ to correct present conditions in the field of merchandise traffic. 
The answers are to be anonymous so as to avoid putting the 
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various railroads or their executives on public record as to the 
opinions held by responsible officers of the various companig 
but yet give the coordinator the benefit of opinions that wou 
not be expressed for record purposes. The presidents of the 
railroad companies are themselves to select the officer or office;; 
to answer the questions. 

A similar inquiry is also to be sent to a selected list of ship. 
pers and industrial traffic managers. They are also to have the 
freedom conferred by anonymity. A statement on the subject 
by Coordinator Eastman and the questionnaires follow: 


The coordinator has sent out personal letters to the presidents of 
more than 100 of the larger railroads, enclosing two questionnaires 
prepared by his section of transportation service. These inquiries 
are a part of the survey of merchandise traffic which is being con. 
ducted, covering among other things, the volume of the traffic, the 
channels and agencies via which it is now moving, the methods used 
by the several agencies in handling same, the charges which the traffic 
bears, the cost of handling, and the proper sphere of each of the 
several transportation agencies. 

The first questionnaire is to be answered upon behalf of each 
individual railroad or railroad system, including as a unit all oper. 
ating companies under a common management or control but exclud- 
ing water line operations. It seeks statistical information and _ covers 
local experiments which have been made by the various individual 
railroads in dealing with the merchandise problem. 

The second questionnaire seeks the benefit of informed railroad 
opinion about several phases of the merchandise problem. It is to 
be answered personally by railroad executives, senior and junior 
officers, whose opinions it is felt will be of assistance in making 
this survey. The replies will be treated as strictly individual views 
of experienced transportation men from all departments of the rail- 
roads and will not be taken singly or collectively as being authorita- 
tive corporate answers or committing any single railread to the views 
expressed in the slightest degree. 

A similar inquiry will be sent out within a few days to a selected 
list of shippers and industrial traffic managers. 


Questionnaire No. 1, all answers to be for the system as 
a unit: 


Name of the system; list all operating companies included in 
system; furnish the following information with respect to less than 
earload freight, for each of the years indicated; tons originated, 
1923 to 1932, inclusive; tons terminated, 1928 to 1932, inclusive; inter- 
mediate tons received from and delivered to connections, 1928 to 
1932, inclusive; total tons handled, 1923 to 1932, inclusive; total ton 
miles, 1932 only (estimated if actual not available); total cars han- 
dled, 1932 only; total loaded car miles operated, 1932 only (estimated 
if actual not available). For the year 1932 show with respect to all 
‘‘merchandise”’ or ‘‘package’’ car schedules the rail haul of which 
is regularly originated by your System the following information, or 
(report each schedule on a separate sheet 8% inches by 11 inches). 

Line: Name of originating rail carrier. origin of the cars; des- 
tination (break bulk point) of the cars; complete carrier route of 
schedule; one way route miles of the schedule; number of days in 1932 
on which schedule was operated; time schedule; departure; arrival; 
hours en route; number of cars handled upon schedule; total tonnage 
handled upon the schedule. 

For the year 1932 show the following information separately 
with respect to each city served by your system having a popula- 
tion of 100,000 inhabitants or more in eastern district and of 50,000 
inhabitants or more in southern and western districts, according to 
the 1930 census, combining all freight stations or depots in the city: 

Name of city; number of stations or depots included; number of 
ears of L. C. L. freight received inbound and worked at station; 
number of tons of L. C. L. freight received inbound and handled at 
station; number of cars of L. C. L. freight forwarded outbound and 
worked at station; number of tons of L. C. L. freight forwarded out- 
bound and handled at station; expense of station agents, clerks and 
attendants in charge of or engaged in the receipt, delivery, billing 
of L. C. L. freight and the collection of charges therefor, exclusive 
of labor in handing L. C. L. freight*; cost of labor expended in 
handling, receiving, delivering, checking, loading, unloading and stow- 
ing L. C. L. freight*; expense of station supplies and expenses inci- 
dent to the receipt, delivery, billiing or handling of L. C. L. freight 
(Arcount 376)*; total cost of switching L. C. L. freight, including 
trap or ferry cars (Primary Accounts 370-390, inclusive, allocated 
upon basis of cars handled, if not directly separable), plus switching, 
floatage, lighterage and/or drayage paid or allowed others; the 
I. C. C. bureau of valuation’s appraisal or ‘‘book cost,’’ whichever 
is later, of (a) the ‘‘cost of reproduction new less depreciation” of 
freight station buildings and facilities excluding tracks, and (b) 
“Present value of Jands” used therefor*; @istance in switching L. C. 
L. cars between freight station and make up and/or break up yards; 
for 1932 show for the system; number of local or way freight train 
miles; number of local or way freight train hours; total car miles of 
all freight handled in local or way freight trains. 

State which, if any, of the following experiments have been made 
by your system. The use of motor trucks for collection or distribution 
of merchandise shipments; inter-city movement of merchandise ship- 
i intra-city movement in lieu of trap car or ferry service (state 
which), 

Reduction in local or way freight train service by increasing num- 
ber of set out points served by through trains; store door collection 
or delivery of L. C. L. shipments; changing or lengthening station 
hours for the receipt, delivery or handling of L. C. L. shipments; 
adoption of improved methods, devices or instruments for: handling 
L. C. L. through freight stations or transfers; billing or checking 
L. Cc. L. freight; heavier loading of L. C. L. freight cars; reducing 
transfers of L. C. L. freight en route; reducing number, time, and/or 
expense of interchanges of L. C. L. freight between carriers. 

Increased speed in transportation of L. C. L. freight by improved 
methods of terminal handling; special merchandise train service; 
faster freight train service; handling L. C. L. on passenger or mixed 
trains; other improvements, devices, or instruments in the trans- 
portation of L. C. L. freight. 

Please detail fully all interests, direct or indirect, by ownership, 
control. lease, option, contract, loan, or otherwise, held by or for 
your company and any and all affiliated or subsidiary companies in 





*If necessary to obtain this expense by allocation do so, stating 
the total expense and the complete formula used in the allocation. 
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any business (individual, firm or corporation) dealing in or with the 
forwarding, consolidating of L. C. L. freight in packages or in car- 
joads by railroad freight, by truck and/or by steamer. 


Questionnaire No. 2, the rail officer inquiry: 


1. Please write each question and your answer thereto on a 
separate sheet or sheets (8% by 11 inches in size) and at the top 
of each sheet show the region (eastern, southern, western) in which 
your railroad is classified by the coordinator and also the department 
(abbreviated) as for illustration, executive, ex.; operating, op; traffic, 
tr; accounting, ac.; treasury, tr.; etc. Do not show your name or the 
railroad for which you work. 

2, Is the railroad classification of L. C. L. freight unnecessarily 
complex or over-refined, and if so does this fact handicap the business 
of patrons or lessen the degree to which they would otherwise use 
railroad L, C. L. service? 

3. Is the multiple rating system of the L. C. L. classification 
necessary or desirable and does it tend to divert from railroads to 
other transport agencies higher-rated traffic? 

4. Are the railroad packing requirements for L. C, L. shipments 
unnecessarily burdensome to their patrons, particularly when com- 
pared with the packing required for rail carload shipments, express, 
parcel post, truck or domestic water carrier shipment? Would the 
carload packing requirements be sufficient? Assuming that the ship- 
per carried the risk of loss or damages to L. C. L. freight, would your 
answers be the same? 

5. To what extent are the panne requirements of the present 
L. C. L. classification made necessary by the character of equipment 
used for its transportation, having regard to Size, lack of springs or 
shock-proofing devices and to the methods and practices used in 
handling L. C. L. cars in freight trains and yards, and to frequent 
transfer or interchange of shipments? 

6. To what extent would the general adoption by railroads of 
properly sprung and shock-proofed L. C. L. equipment change your 
answers to question 5? 

7. What reasons, if any, justify the classification of less than 
carload freight into more than one standard class with an appropriate 
surcharge for light, bulky, fragile or valuable shipments? 

8. Are rail L. C. L. rates relatively too inflexible for modern con- 
ditions, particularly with reference (a) to the fact that they are 
— rates or (b) are changed too infrequently or with too great 
delay? 

9. The class rates on L. C. L. and carload traffic generally are 
an integral part of the same rate structure. In recent years there 
has also been an increasing tendency to make carload commodity 
rates percentages of the first-class rate. To what extent does this 
interdependency between carload and less than carload rates tend 
to freeze the latter and handicap railroads in meeting competition 
of other agencies for merchandise traffic? 

10. What reason are there why rail L. C. L. rates and rail car- 
load rates should be a part of the same structure or be “‘related’’ to 
one another by a percentage ratio or otherwise. 

11. Name (and elaborate) in the order of their importance the 
principal reasons why trucks have been successful in competing for 
merchandise traffic. 


12. What are the reasons why the L. C. L. transportation service 
of the railroad should not be complete, i. e., from door of consignor 
to the door of the cnsignee? 

13. To what extent are railroads handicapped in competing for 
L. C. L. traffic by inflexible, inconvenient or infrequent train service 
due to the handling of L. C. L. traffic in regular freight trains the 
schedules of which must be accommodated to the carload traffic? 

What closing hour for the receipt of L. C. L. freight do you 
recommend as best adapted to the needs of shippers generally? If 
this hour should be adopted would the adoption of a later closing hour 
by truck competitors be harmful to the railroads? 

15. From a standpoint of the service needs of industry generally 
what are the maximum distances required to be given by the railroad 
for (a) overnight service (12 hours), (b) second morning service 
(36 hours), (c) third morning service (60 hours), (d) fourth morn- 
ing service (84 hours), (e) fifth morning service (108 hours) (f) trans- 
continental service. 

16. To what extent do shippers patronize truck lines on account 
of faster service? 


17. To what extent is this faster service due to the fact that 
the truck collects and delivers the freight and the railroad does not? 

18. Generally how does the speed of the service of the following 
transportation agencies compare with one another, (a) L. C. 
freight service, (b) express service, (c) forwarding or freight con- 
solidating service, (d) truck service. If necessary you may qualify 
your answers by the length of the haul of each. 

19. With respect to the business of patrons and their service 
requirements to what extent have (a) truck lines or (b) freight con- 
solidators challenged the express service from the standpoint of speed. 

20. To what extent and in what particulars, if any, is the patron’s 
choice between railroad L. C. L. service, express service, forwarder 
service, parcel post service, or truck service determined by any 
considerations other than the total charges for the transportation? 

21. Assuming an equality in the speed of the service are there 

any characteristics which distinguish the following kinds of mer- 
chandise traffic one from the other, (a) railroad L. C. L. traffic, 
hin aa traffic, (c) forwarded traffic, (d) parcel post, (e) truck 
raffic? 
_ 22. Assuming that complete door-to-door transportation service 
is rendered, what reasons are there why freight stations should be 
located in the congested urban districts rather than at the outlying 
make-up or break-up yards? In your judgment could substantial 
economies in operation be effected by such relocation? 

23. Do you consider the handling of L. C. L. freight by forwarder 
or carloading companies desirable and do you feel that such trans- 
portation should be encouraged or discouraged? 

24. Do you feel that there is any danger of demoralization of 
the railroad rate structures due to indiscriminate or uanecessary rate 
cutting by railroads, by forwarders, or by truck lines or to the 
rebating or discrimination being practiced between individuals or 
places by any of them. Please elaborate your answer. 

25. Do you think that the billing requirements of L. C. L. freight 
are unduly complicated and expensive? How do you suggest that 
they could be simplified and the billing minimized? Would you have 
any objections if the billing could be made similar to that employed 
by (a) truck lines, (b) express companies. (c) the parcel post? 

L a Do you consider the frequent transfer or interchange of 


L. freight as (a) an unnecessary burden upon transportation 
or (b) as productive of excessive loss and damage to freight. 


If so, 





assuming adequate protection with respect to the quality and charge 
for the service, is there valid objection to the limitations upon the 
shippers’ right to route L. C. L. traffic which might result from 
pooling or the establishment of cooperative merchandise routes or 
the handling of L. C. L. traffic by express or forwarding agencies? 

27. Taking into consideration all elements of cost is it your 
judgment that the handling of L. C. L, traffic by railroad is profitable? 

28. Please state fully what you think the railroads themselves 
can or ought to do, if anything, to correct present conditions in the 
field of merchandise traffic. 


Coordinator Eastman has certified, to M. C. Kennedy, E. C. 
Webster and Charles A. Wickersham, executive secretaries of 
the eastern, western and southern regional coordinating com- 
mittees, respectively, the election of special members of those 
coordinating committees to represent, respectively, the steam 
railroads within each group which had, in 1932, railway operating 
revenues of less than $1,000,000, and electric railways within 
each group not owned by a steam railroad or operated as a 
part of a general steam railroad system, as follows: 


Short line railroads, eastern region, K. A. Kemmerer, president, 
Cornwall Railroad Co., Bethlehem, Pa.; southern region, H. W. 
Purvis, receiver, Georgia & Florida Railroad, Augusta, Ga.; and 
western region, J. Fred Sheehy, president, Chicago Short Line Rail- 
way, South Chicago, IIl. 

Electric lines, eastern region, Thomas Conway, Jr., receiver, 
Cincinnati & Lake Erie Railroad Co., Philadelphia, Pa.; western 
region, Claude M. Cheney, president, Waterloo, Cedar Falls & North- 
ern Railway Co., Waterloo, Ia.; southern region, Edgar Thomason, 
vice-president, Piedmont & Northern Railway Co., Charlotte, N. C. 


Coordinator Eastman has issued the following: 

“The attached statement, prepared by O. C. Castle, director, 
section of car pooling, is descriptive of the work which that 
section of the coordinator’s organization has in hand:” 


Section of Car Pooling 


The work of the section of car pooling is largely limited in its 
initial stages to the development of current data respecting freight 
ear condition, supply and movement, This study includes not only 
the assembling of some statistics, but also conferences with railroad 
officers directly concerned with the maintenance and operation of 
freight cars and with operators of private car lines whose interests 
may be affected by plans which will eventually be considered for a 
general or limited freight car pool. 

It is recognized that car pooling has been a controversial sub- 
ject for many years. Freight car pooling has been advocated peri- 
odically and many concrete plans have been proposed, investigated 
and consistently rejected by the railroads. 


With such a record of successful opposition it is obvious that there 
are some valid and practical objections to the car pool theory. 

Any revival of the proposition which ignores these objections is 
foredoomed to failure. The first task, therefore, with which the sec- 
tion of car pooling is faced is to determine by a study of current con- 
ditions whether or not there are economies possible in the operation 
of freight cars under some form of pool. 

The second task is to develop the practical obstacles to the suc- 
cessful operation of a freight car pool, and to devise means to over- 
come them. 

The final step in the program, assuming the successful outcome 
of the initial studies, will be the adoption and inauguration of a 
workable plan for the freight car pool. This necessarily involves the 
collaboration of many minds and the utilization of existing railroad 
organizations to the fullest extent consistent with the change in 
methods of maintenance and distribution which a pool operation en- 
tails. 

In pursuance of the objects outlined in the foregoing, the section 
of car pooling has asked the car service division of the American 
Railway Association to secure current data covering the movement 
and interchange of box cars on the principal railroads and through 
the principal terminals in the United States. Information is also 
being secured from transportation officers directly, respecting methods 
which are in effect for partial pooling or other reciprocal methods now 
in effect between individual carriers for avoiding unnecessary empty 
car mileage. 

Recalling the history of the car pool operated prior to and during 
federal control from 1918 to 1920, and appreciating that the essential 
defect in that experiment was the failure of any adequate provision 
for maintenance, a special study of that important feature is under 
way. Railroad mechanical officers whose experience and standing 
recommend them as competent to advise on this feature, are being 
invited to come to Washington for conference on the possibilities of 
a pooling of car repairs. 

As directly related to the maintenance item, the existence of large 
numbers of obsolete or non-productive equipment is being considered 
and an investigation is under way looking to the immediate retire- 
ment of such equipment. As a further step toward uniformity in 
design and condition of interchange freight cars, railroads are being 
asked to give consideration to a plan for restricting certain classes 
of cars to the lines of their owners. 

One class of equipment which seems to offer opportunities for a 
more centralized control is the refrigerator car. The views of the 
management of refrigerator car companies respecting the possibility 
of a refrigerator car pool are being developed and a thorough study 
of this particular phase is being undertaken. 

The use of privately-owned cars and the rentals paid therefor 
are under consideration by the Commission in Ex Parte 104, Part 5, 
and I. & S. No. 3887, extensive hearings in which have recently been 
held in Chicago. These hearings were followed, and the evidence 
taken therein is being studied by the section of car pooling with a 
view to considering possible action by the coordinator with reference 
to these matters. 


C_C_—_—_—_—_—_—_—_———————:—_—=€=[={=={==[€{[T{={{”"@a@a@n8n@[an"n"n=> 


YOUNG MAN, fifteen years’ experience in railroad and industrial, 
also export traffic, desires position in traffic department; familiar with 
procedure before Commission, Address, C., T 392, care Traffic 
World, Chicago, Il. 
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RAILROAD EARNINGS 


The Commission’s statistics on operating 
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revenues and 


operating expenses of Class I steam railroads in June and the 
six months ended with June, compiled by its Bureau of Sta- 


tistics from carrier reports, follow: 


June 
Average number of miles operated 


Revenues: 
Freight 
Passenger 
Mail 
Iexpress 
All other transportation 
Incidental 
Joint facility Cr. 
Joint facility—Dr. 


Railway operating revenues 
Expenses: 


Maintenance of way and structures... 


Maintenance of equipment 
Traffic 

Transportation 
Miscellaneous operations 
General 


Railway operating expenses 


Net revenue from railway operations...... 


Railway tax accruals 


Uncollectible railway revenues............. 


Railway operating income 


Equipment rents—Dr. balance............. 


Joint facility rent—Dr, balance 


Net railway operating income 


—_—_— - 
Ratio of expenses to revenues (per cent).. 


*Includes $1,368,366 sleeping and parlor car surcharge. 
tIncludes $1,518,588 sleeping and parlor car surcharge. 


Six Months 


Average number of miles operated.... 


Revenues: 
Freight 
Passenger 
Mail 


All other transportation 

Incidental 

Joint facility—Cr. 

MO 2 


Railway operating revenues 


Iexpenses: 

Maintenance of way and structures... 

Maintenance of equipment 

Traffic 

Transportation 

Miscellaneous operations 

General 

Transportation for investment—Cr.... 

Railway operating expenses..... 

Net revenue from railway operations..... 
Railway tax accruals 
Uncollectible railway revenues............. 


Railway operating income 


1933 
240,969.85 


$223,236.390 
*30,981.253 
7,540,773 
4,901,651 
6,451,070 
4,696,550 
698,578 
195,182 


$278,311,083 


.--$ 28,804,827 


48,133,880 
7,285,736 
87,632,083 
1,888,190 
11,838,332 
258,478 


$185,324,570 
--$ 92,986,513 


23,088,683 


oe 77,116 


$ 69,820,714 
-++$ 7,235,246 


3,102,283 
$ 59,483,185 
66.59 


1933 
241,195.01 


$1,134,703,459 


*150,002,620 
45,178,291 
22,801,772 
34,341,460 
25,378,957 

3,917,997 
1,101,595 


$1,415,222,961 


147,499,392 


$ 278,762,548 


42,672,896 
518,656,875 
10,893,987 
71,881,995 
1,427,089 


.$1,068,940,604 


346,282,357 
133,629,359 
484,280 


212,168,718 


1932 
241,846.86 


$185,858.907 
432,633,466 
7,906,254 
4,876,300 
6,552,172 
5,179,719 
777,021 
238,587 


$243,545, 252 


$ 32,712,584 
49,727,745 
8,427,251 
91,431,759 
2,281,719 
13,181,010 
466,302 


$197,295,766 
$ 46,249,486 


23,916,120 
70,280 


$ 22,263,086 


$ 7,141,218 
2,822,202 


$ 12,299,666 
81.01 


1932 
241,729.39 


$1,226,526,192 


7201,274,622 
48,933,824 
29,684,521 
40,750,895 
32,964,869 

4,672,130 
1,436,316 


$1,583,370,737 


$ 188,510.487 


325,919,145 
51,176,819 
606,737,122 
14,955,067 
81,735,282 
2,149,274 


$1,266,884,648 


316,486,089 
146,136,550 
471,538 


Equipment rents—Dr. balance 


41,538,547 $ 
Joint facility rent—Dr, balance........... 


17,726,957 
---$ 152,903,214 
Ratio of expenses to revenue (per cent).. 75.53 


*Includes $7,276,379 sleeping and parlor car surcharge. 
yIncludes $9,929,168 sleeping and parlor car surcharge. 


43,006,463 
17,258,700 


$ 109,612,838 
80.01 


Net railway operating income. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
commission: Reinhold Agnesini, West Allis, Wis.; Henry Arron- 
son, Philadelphia, Pa.; Curtis S. Bates, New York, N. Y.; Her- 
bert H. Bell, New York, N. Y.; John K. Birchfield, Roanoke, Va.; 
Edwin A. Bornfleth, Milwaukee, Wis.; Arthur J. Dixon, Wash- 
ington, D. C.; Wallace Kerrick Downey, Los Angeles, Calif.; 
William F. Eberle, Pittsburgh, Pa.; John Enrietto, Washington, 
D. C.; De Coursey Fales, New York, N. Y.; Harry W. Fisher, 
Fort Scott, Kan.; Charles A. Foley, New York, N. Y.; John M. 
Harlan, New York, N. Y.; Joseph M. Hartfield, New York, N. Y.; 
Carl M. Hunt, Dallas, Tex.; V. Henry McLean, Wheeling, 
W. Va.; Merrill M. Manning, New York, N. Y.; George W. Mar- 
tin, New York, N. Y.; William D. Morgan, Minneapolis, Minn.; 
Carl E. Newton, New York, N. Y.; Thomas A. L. Nicholas, 
Gillette, Wyo.; Daniel L. Norton, Boston, Mass.; Arthur J. Scriv- 
ner, Fort Worth, Tex.; Harry E. Seel, Peoria, Ill.; Richard B. 
Wilkes, Portland, Me., and Edmond N. Yantes, Columbus, O. 
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Questions and Answers 


N this column will be answered questions of both legal and practica 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to an — question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide know). 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves 4 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Oe Orr Gorge 


Land Grant Rates 


Ohio.— Question: Will you kindly furnish us with such in- 
formation as you have available regarding shipment of govern- 
ment material either on government bills of lading or straight 
bills of lading, via land grant railroads. 

The only information we have is that contained in direc. 
tions on the back of government bills of lading, section 4, 
as follows: 


The officers charged with the duty of providing or securing Gov- 
ernment transportation should familiarize themselves with Land Grant 
Railroads in order that shipment may be made at the lowest rates 
available to the Government, by the use of such line or lines equaliz- 
ing rates therewith. 


The only way we have of determining land grant railroads 
is from a map issued in 1930 by the Quartermaster General, 
War Department, who furnished the map with the information 
that they were not as a rule available for public distribution. 

Several railroad representatives have no information about 
their own lines being land grant or not. 

A specific case is now before us where material can be 
shipped practically to destination on cheapest rates, over 
greater land grant railroads, taking about two days longer 
in transit than if shipment moved over a carrier that is ap- 
proximately one-half land grant. In this case who is responsible, 
since it plainly reads on the bill of lading itself, “Route journey 
only when some specific interest of the government is sub- 
served thereby.” 

Do railroads known as land grant railroads move govern- 
ment material on government bills of lading or straight bills 
of lading at cheaper rates than offered to individuals, and are 
railroads that were once land grant and repaid the government 
for all or certain portions of land grant territory now known 
as land grant railroads and entitled to carry government mate- 
rial on land grant railroad rates? 

Answer: Land grant rates are a concession which the 
United States government receives from the carrier when prop- 
erty of the government travels via land grant carriers or via 
carriers which, in order to obtain a haul, are willing to meet 
the rate of the land grant carriers. 

Land grant rates are not applicable to a shipment when 
the ownership of the property being shipped is in a party other 
than the United States government. 


The map to which you refer is, no doubt, that which shows 
which carriers are land grant carriers and the extent of the 
land grants, that is, the portion of their lines over which land 
grant rates must be applied and the amount of the deduction 
in the so-called commercial rate which must be made by the 
land grant carriers. This amount does not at the present time 
exceed fifty per cent. 


The routing of property of the United States government 
moving on government bills of lading is a matter for determina- 
tion by, and is furnished by, the government. ; 

A manufacturer or producer of goods is, therefore, not in 
terested in the matter of the time a shipment is in transporta- 
tion as title to the goods is in the government, in that where 
goods move on land grant rates the sale is F. O. B. point of 
origin. 

If goods are sold to the government F. O. B. destination, title 
remaining in the shipper until the goods are delivered at des- 
tination, land grant rates do not apply. 

So far as we know, there have been no instances where 
carriers having land grant hauls have paid for lands granted 
by the government. This, however, would have no bearing 02 
the matter of such a carrier handling government property at 
land grant rates, as any carrier may participate in the trans 
portation of government property subject to land grant rates 
if it is willing to meet the rate of land grant carriers. 
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August 19, 1933 


Tariff Interpretation—Two Stations in Same City—Combination 
Rate Made Over One of These Stations Is Lower Than Joint 
Through Rate Applying Through That City 


New York.—Question: We made a shipment from point A 
to point D. There is a through rate in effect from point A to 
point D, via point B. We, however, billed the shipment on 
a combination over point C, which is within the corporate limits 
of point B. 

The carrier’s tariffs publish commodity rates from point A 
to point B and point C, and the lines beyond point B and 
point C publish specific commodity rates from point B and 
point C to point D. The carrier contends that the through 
rate should apply because point C is within the corporate 
limits of point B, whereas it is our contention that since the 
carriers publish rates to and from both points and specifically 
show point B and point C in their tariff, the combination ap- 
plies. We feel that the fact that one station is within the 
corporate limits of another has no bearing on the question. 


Will you please give us your views on this subject? 


Answer: In our opinion it depends upon whether the joint 
through rate from point A to point D applies through the sta- 
tion over which the combination in question is made. Every 
railroad serving a city has its own station; each of such rail- 
roads may have two or more stations in the same city. Rates 
are published from and to stations and not cities. The city is 
no part of the station. The carrier’s duty under its tariffs is 
to transport and receive freight only at facilities covered by 
its tariffs. If station C is on the route from point A to point D. 
so that the through rate from point A to point D will apply 
through station C, then you cannot use the lower combination. 
Such through rate, however, would be prima facie unreason- 
able, in that it violates the aggregate of intermediates clause 
of the fourth section of the Interstate Commerce Act. If the 
through rate from point A to point D does not apply through 
station C, then on a shipment routed through point C you 
would be entitled to the point C combination. The fact that 
point C is in the same city as station B has nothing to do with 
the matter. A matter not to be overlooked, however, is whether 
a shipment from point A to point D, routed via station C, would 
Siu ped Angee | via which the through rate from point 

in applies. ee Manassas Timb ; we. 
SR. R., 139 I. C. C. 269. en ee 


Tariff Interpretation—Compliance With Tariff Provisions by 
Shipper 


Alabama.—Question: We would like to have an opinion 
from you as to the application of rates published on a number 
of articles which are included in such item, the same being 
Item 3765, in Agent Curlett’s Tariff 46-A, I. C. C. A-328, apply- 
ing from Albany, N. Y., and related points, to Memphis, Tenn. 
Mobile, Ala.. New Orleans, La. ' 
; The question involved is whether the rates as published 
in the above item from and to the points named will apply 
when the conditions embodied in Item 2585 are not complied 
with; in other words, on a shipment that moved, let us Say, 
from Albany, N. Y., to Mobile, Ala., where bill of lading was 
taken out in the usual way, showing name of shipper and the 
consignee, and description of article, by name in the place 
provided for same, but with no notation thereon stating that 
shipper’s name and description of article had been stenciled 
on outside of shipping container. 


It is our understanding and interpretation of tariff that 
so long as the article shipped was included in the list shown 
in Item 2585, the rate as published in Item 3765 must neces- 
sarily be applied regardless of whether or not further condi- 
tions were complied with. 

Answer: The Commission, in several cases, has held that 
the compliance of a shipper with the tariff provisions is a con- 
dition precedent to the application of a given rate. It is there- 
fore our opinion that your failure to make a notation on the 
bill of lading in accordance with the provisions of the tariff 
will preclude the application of the tariff provisions. See 
United Verde Extension Mining Co. vs. Director-General, 57 
I. C. C. 483; Good-Hopkins Lumber Co. vs. G. N. Ry. Co., 51 
I. C. C. 99; American Licorice Co. vs. C. M. & St. P. Ry. Co., 
95 I. C. C. 525; Beatrice Creamery Co. vs. C. B. & Q. R. R. 
Co., 107 I. C. C. 567. In the case first above mentioned the 
court said: 


. Pi law imposes upon shippers the duty of ascertaining the rates 

with eons under which they ship, and noncompliance by a shipper 

pee | tariff rules affords no basis for a finding that the rate legally 

me cable is unreasonable or otherwise unlawful or for authorizing 
waiver of their observance. Maloney Tank Mfg. Co. vs. St. L. & 

ay R. R. Co., 42 I. C, C. 605; Good-Hopkins Lumber Co. vs. G. N. 
y. Co, 511. C. C. 99. 


Tariff Interpretation—Routing and Misrouting—Liability of 
Carrier Where Unrouted Shipment Forwarded Via Route 
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Over Which Joint Through Rate Applies Where Lower 
Combination Rate Applicable Via Through Route Under 
Alternative Application of Tariff 


Georgia.—Question: A joint class rate of 100 cents per 
hundred pounds is published, having application from point (A) 
to point (B) via the Southern Railway System lines to Louis- 
ville, Ky., thence the C. I. & L. Ry. to point (B). This rate 
is also applicable via the Southern Railway, thence the Illinois 
Central through Cairo, thence the Illinois Central to point (B). 

The tariff naming this class rate publishes the following 
provision: 

If the charges based on the aggregate of intermediate local, joint 
or proportional rates named in tariffs lawfully on file with the Inter- 
state Commerce Commission over any route via which the through 
rates named in this tariff apply is lower than the charges accruing 
under the through rates published in this tariff from origin to desti- 
nation, such lower charge will be the legal charge to apply via the 
route over which the said aggregate of intermediate rates is applicable. 

It develops that a combination rate over Cairo figures lower 
than the through rate of 100 cents. The shipment was ten- 
dered to the Southern Railway at point (A) on an unrouted 
bill of lading. The Southern Railway billed the shipment via 
its lines to Louisville, thence the C. I. & L. Ry. to point (B). 

It is my contention that the Southern Railway misrouted 
the shipment and that its connections may demand their pro- 
portion of the 100 cent rate in settlement of the overcharge 
claim. 

Argument has been advanced that as no rate is published 
from point (A) to point (B), having application via the South- 
ern Railway System to Louisville, Ky., thence the line of the 
Illinois Central to Cairo, thence Illinois Central to Louisville, 
thence the C. I. & L. Ry. to point (B), in the absence of a rate 
from point (A) to point (B) via this route a combination over 
Cairo may be constructed under the provisions of Rule 55, 
paragraph (c); that such being the case no misroute results 
on the part of the Southern Railway. 

With this contention I do not agree. It is my belief that 
the provisions of Rule 55, paragraph (b), coupled with the fact 
that a through rate from point (A) to point (B) is on file 
with the Commission applicable via Louisville (the route of 
movement) will preclude the construction of a combination 
under the provisions of Rule 55, paragraph (a); that under the 
tariff provision, above quoted, it became the duty of the for- 
warding carrier to route the shipment via its line in connec- 
tion with the Illinois Central through Cairo; that its failure 
to so route the shipment makes them liable for misroute, and 
that its connections beyond Louisville, Ky., are entitled to their 
proportion of the 100 cent rate. 

Answer: Inasmuch as the shipment was delivered to the 
initial carrier unrouted it was the duty of that carrier to for- 
ward the shipment via the route over which the cheapest rate 
applied, namely, the route through Cairo. 

As to the application of the Cairo combination via the 
route through Louisville, Ky., see the Commission’s decision in 
Rosser & Fitch vs. Director General, 109 I. C. C. 724. In 
this case the Commission holds that Rule 5 (b) of Tariff Cir- 
cular 18-A, which has been superseded by Rule 55 (c) of Tariff 
Circular 20, is inapplicable where there is a joint through rate 
applicable via the route over which the shipment moved. While 
the wording of Rule 5 (c) of Tariff Circular 18-A has been 
changed in Rule 55 (c) of Tariff Circular 20, the Commission 
has construed Rile 55 (c) in the same manner as it construed 
Rule 5 (c), in the case above cited. See the decision of the 
Commission in Western Burlap Bag Co. vs. C. M. St. P. & P. 
R. Co., 179 I. C. C. 405. In this case the Commission said: 


There was contemporaneously in effect a combination rate of 
$1.085 from and to points here considered, composed of a factor of 
75 cents to Sioux Falls and 33.5 cents beyond. These factors were 
and are not restricted as to routing. A combination so made would 
have been applicable over a number of routes in the absence of a 
published through rate. Several of these routes are not unduly 
circuitous. The record does not show that the shipment was routed 
by complainant or the route of movement. Under the circumstances, 
it would appear that the shipment moved through Canton, S. Dak., 
which is a junction between a main line of defendant extending 
eastward from Rapid City through Milwaukee to Chicago, and a 
branch line extending northward to Sioux Falls. At the latter point 
this branch line connects with another main line extending eastward 
through Milwaukee to Chicago. The 75-cent factor applied to Sioux 
Falls via Canton. The 33.5 factor also applied from Sioux Falls to 
Chicago via Canton. Under the terms of rule 55(c) of our Tariff 
Circular 20, the Sioux Falls combination would have been applicable 
in the absence of a through rate without the necessity of hauling the 
shipment from Canton to Sioux Falls, the base point, and back 
through Canton to destination. This had the effect of making the 
Sioux Falls combination applicable over the more direct route east- 
ward through Canton to Chicago in the absence of a through rate. 


Liability of Freight Service Company for Additional Expense 
Resulting From Failure to Carry Out Contract Entered Into 
With Shipper 


New York.—Question: 
the following: 


Kindly let us have your opinion on 
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On July 14 we made a shipment from our finishing plant 
located at A, Rhode Island, consigned to Point B. We routed 
this shipment via the X Freight Service Co. (which is an inde- 
pendent carrier operating over the New England Steamship 
Co.’s boats from Providence to New York City), care of Clyde 
Line. Of course, we realized that this routing would not give 
us the benefit of the through rate, but we used this service 
to make time, as the shipment had to make the Clyde steamer 
sailing at 12 noon the following day from New York. We wish 
to point out to you here that the X Freight Service makes 
pick ups of all shipments, and this shipment wags picked up at 
the mill door and bill of lading was signed by the driver. 

The shipment was trucked from A to Providence, R. L., 
where the X Freight Service decided that they did not want to 
handle any shipment necessitating a transfer, and therefore 
turned their billing and the shipment over to the New England 
S.S. Co., operating from the same pier. 

We called the X Freight Service on the morning of July 
15 to make certain that the shipment had been transferred to 
the Clyde Line without delay, in order to make the steamer 
sailing at noon. From the above you can see that the question 
of expense did not arise. 

However, the X Freight Service advised us that they had no 
billing for this shipment at New York (not knowing that their 
Providence office had turned same over to the New England 
S.S. Co.). They checked their dock, called their Providence 
office, and finally located the shipment in the hands of the 
New England S.S. Co.’s transfer department. 

By this time it was too late to make the transfer to the 
Clyde Line, and we were, therefore, forced to forward the 
shipment via the Railway Express, resulting in an excess charge 
of about $15, which we had to stand. 

It is our contention that, if any carrier signs a bill of lad- 
ing as accepting the shipment, they accept the responsibility 
of delivering the shipment to the connecting carrier, which in 
this case was the Clyde Line. 

We will thank you to advise whether we have any grounds 
for a claim against the X Freight Service for the excess charge 
as the shipment had to be forwarded via the express compariy, 
due to its late arrival at New York. 

We wish to point out to you that we paid the freight charges 
to New York City to the New England S.S. Co., and we hold 
the paid freight bill covering. 
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Answer: It is not entirely clear from your letter whether 
your contract with the X Freight Service was for a common 
carrier transportation of the shipment in question from your 
plant to New York City, or whether the X Freight Service 
undertook merely to act as a forwarding agent at Providence 
in delivering the shipment to the New England S.S. Co. The 
fact that you hold the paid freight bill of the New Englang 
S.S. Co. would point to the conclusion that the X Freight 
Service Co. acted merely as a forwarding agent in delivering 
the shipment to the steamship company at Providence. 

However, in either event, if the X Freight Service (Co, 
undertook to make a delivery of the shipment at New York 
City at a specified time, we see no reason why it could not be 
held liable for its failure to perform its contract which it 
entered into with your company. See Loma Fruit Co. ys, 
International Navigation Co., 11 Fed. (2d) 124, in which cage 
the Commission held in effect, that the initial carrier, the 
Santa Fe, was liable for that carrier’s breach of contract in 
issuing export bills of lading to the shipper calling for re. 
frigeration of shipments of apples on the steamers, which 
steamers did not provide refrigeration service. 

The rule that a common carrier, subject to the Interstate 
Commerce Act, may not undertake, in the absence of tariff pro. 
vision, to deliver a shipment within a specified time, has no 
application, we believe, in the present instance, as neither for. 
warders nor freight service companies are subject to the 
Interstate Commerce Act. See the decision in C. & A. R. Co. 
vs. Kirby, 225 U. S. 155, 32 S. Ct. 648, applying the rule to 
carriers subject to the Interstate Commerce Act. 

With respect to the right of the steamship company to 
retain the freight charges paid by you, it has been held that 
if goods are wrongfully taken from a vessel by the shipper 
before she has broken ground on the voyage, the ship owner 

ntitled to freight as such; that in such cases a ship 
, although entitled to damages, is not entitled to the 
ulated freight as such. Bailey vs. Daméron, 3 Gray (Mass.) 


2. 
Tariff Interpretation—Extent to Which Commodity Rates Are 
Governed by Classification Rules 
Kentucky.—Question: Item 790, Agent Toll’s Westbound 
Tariff 1-K, provided that “the rules published in current West- 
ern Classification also govern the application of rates named 
(Continued on page 326) 
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THE FACT THAT ERIE SCHEDULES ARE MAINTAINED WITH ALMOST 
CLOCK-LIKE REGULARITY IS NOT A COINCIDENCE 
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|} lb MOTIVE POWER 


ERIE’S Powerful 3300 Type Locomotives are an 
_ Important Factor in its Enviable Delivery Record 


| Erie has always been among the leaders in freight power. 
Its present fleet of powerful freight locomotives, plus its 
splendid roadbed and equipment, help to maintain fast 
schedules that are fully dependable. You may be sure your 


shipments will “get there’’, on time, via Erie. 
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Doings of the Traffic Clubs 


The Motor City Traffic Club of Detroit held an outing at 
Put-in-Bay August 17. The trip was made by steamer and 
activities included numerous games, sports, and dancing. 


The Washington Transportation Club held a “know every- 
body” luncheon at the Hotel Raleigh August 17. 


“Truck Transportation, Freight Forwarding and Warehouse- 
men’s Night” was observed by the Oakland Traffic Club at the 
Athens Athletic Club August 15. Harvey B. Lyon spoke on 
“Friendship” and there was a program of entertainment. 


The fall golf outing of the Canton Traffic Club has been 
set for August 29 at the Congress Lake Country Club. Golf 
will be played all day and luncheon and dinner will be served. 


The Women’s Traffic Club of San Francisco held a business 
meeting at the Western Women’s Club August 17. Dinner was 
served. 


The Traffic Club of Chicago will have an all-day lake outing 
on the S. S. Roosevelt, for members, their families, and guests, 
August 24. It will be in the form of a trip to Michigan City 
and return, with a welcome by the Michigan City Chamber of 
Commerce. There will be dancing, bridge, and other entertain- 
ment. 


OO 


Personal Notes 


Captain Nicholas J. Kane, marine superintendent at San 
Francisco for the American-Hawaiian Steamship Company, has 


| 


Boor or Ooo Bor Bore 


‘ 
] 
t 
4 | 


The Traffic World 


Vol. LII, No, 3 


been appointed to the State Board of Pilot Commissioners, py 
Governor Rolph of California. He first joined American. 
Hawaiian in 1904. 

Charles J. Fagg, traffic manager, Chamber of Commerce, 
Newark, N. J., is a member of the committee of the Shippers’ 
Conference of Greater New York to cooperate with the federa] 
railroad coordinator. His name was not included in the list 
sent for publication in the August 12 Traffic World. 

Al Bernard has been appointed commercial agent, Virginian 
Railway, at Roanoke, Va., succeeding C. L. Ayers, promoted, 

F. H. Fowler has been appointed assistant general freight 
agent, Baltimore and Ohio, at Pittsburgh, Pa., succeeding W. F. 
Bollman, promoted. Charles S. Stout has been appointed divi. 
sion freight agent at Cumberland, Md., succeeding Mr. Fowler, 
A. H. Farrar has been appointed division freight agent at Akron, 
succeeding Mr. Stout. 

W. M. Haenssel has been appointed division freight agent, 
Baltimore and Ohio and Alton Railroad, at St. Louis, succeed. 
ing A. H. Farrar, promoted. H. J. Andrew has been appointed 
district freight representative at Tulsa, succeeding Mr. Haenssel, 

O. J. DeLamotte has been elected general manager, Missis- 
sippi Export Railroad Company, Moss Point, Miss., succeeding 
C. C. MacLeod, who died. 

W. M. Anderson has been appointed a member of the Mis- 
souri Public Service Commission, succeeding John H. Porter. 
Mr. Anderson is an attorney of Harrisonville, a Democrat, and 
of late has been prosecuting attorney of Cass County. This 
appointment is understood to complete reorganization of the 
commission. 


NEW RAIL SCHOOL RATES 

The railroads have jointly adopted a new plan for the sale 
of tickets to students, teachers and others attending universities, 
colleges, preparatory schools and other educational institutions 
for the 1933-34 terms. This plan, announced by the Western 
Railways’ Committee on Public Relations, provides for the 
sale of round-trip excursion tickets from any station to any 
point at which an educational institution is located, at a sub- 
stantial reduction in fares. 

These round-trip tickets may be purchased any day prior 
to the opening of the educational institution, beginning August 


' |_| | o/ | ) 
( Use Peoria Gateway WY 


Freight moves quickly % 
at the “Cross Roads — 


It comes to us at Peoria from every corner 
of the country bound for destinations in 
other distant parts. Contact with all rail- 
roads entering Peoria makes it possible for 
the P. & P. U. to transfer cars from road 
to road promptly. 


Speed of delivery is the sales department’s 
watchword. Help by routing your ship- 
ments 


Via 
P. & P. U. RY. and PEORIA 


Switching Service Between: 


Peoria & Pekin Union Ry. Co. Illinois Central 

Alten R. R. Iiinols Terminal R. R. System 
Atchison, Topeka & Santa Fe Inland Waterways Corporation 
Chicage & North Western Minneapolis & St. Louls 
Chicago, Burlington & Quincy New York, Chicago & St. Louis 
Chicago & Illinols Midland Pennsylvania Railroad 
Chicago, Rock Island & Pacific Peoria Terminal Company 


Cieve., Cin., Chi. & St. Louis Toledo, Peorla & Western 


Address E. F. STOCK, Traffic Manager 


PEORIA ano PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 
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One Line—On Time—Ailll the Way 


Cities became great 
in these 


sixty-two years 


Important markets—great cities—have 
taken the place of prairie and sage brush 
along the Santa Fe rails since 1872. 
Cities grow as they are served by trans- 
portation. : 


The Santa Fe feels its responsibility to its 
territory and the people who ship to it. 
Study, careful planning, hard work have 
gone to give its shippers what they need 
in service. And today in trackage 
(double track most of the way to the 
Pacific Coast), rolling stock, motive 
power and personnel, the Santa Fe 
stands among the leading railroads of the 
United States. 


Ship, or travel, to or from the Southwest 
and Pacific Coast 


Via 


SANTA FE 


The “Chief” Railway 
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25 and continuing until October 5. Tickets sold in this periog 
will be good for return passage at Christmas-time, during the 
spring vacation, or at the close of school in June. In those 
cases where the tickets are used for return at Christmas, the 
students and teachers may obtain similar reduced-rate round. 
trip tickets between December 25 and January 10, with the 
return portion good either during the spring vacation or at 
the end of the school year. Again, for those students or 
teachers who use the return portion of their tickets in spring 
vacation, similar tickets will be sold at the same reduced rates 
from March 15 to April 17, 1934, these tickets being good for 
return passage when the educational institutions close in June, 

This new plan permits arrangements to be made for travel] 
requirements for the entire college year, with full information 
as to facilities and total cost available in advance to college 
authorities, teachers, parents and students. It is hoped that 
this plan will not only stimulate travel by rail but will also 
be of advantage to both students and educational institutions 
in attracting greater attendance from distant points through the 
lower cost of rail transportation. 


Digest of New Complaints 


Oe OrrGe 


No, 26085, Sub. No. 1. North Electric Manufacturing Co., Galion, 
O., vs. Erie et al. 

Rates and charges in violation sections 1, 2, 3 and 6, switch. 
boards and parts, Galion, O., to New York, N. Y., switchboard 
electrical equipment, Galion to Chicago; switchboards and parts, 
Galion to Chicago; telephone equipment, Galion to Chicago; tele- 
phone equipment switchboards, Galion to Long Island City, N. 
Y.: switchboards, Galion te Long Island City; sections 2 and 3 
violated because rates and charges exceed those contemporane- 
ously in effect on switchboards and parts from Galion to destina- 
tions. Asks cease and desist order, waiver of outstanding un- 
dercharges and that fifth class rate be prescribed. (Ralph H. 
Kimball, attorney, 60 Hudson St., New York, N. Y.) 

. 26092, Sub. No. 1. Funck Brothers Co., Cincinnati, O., vs. F. E, 
C. et al. 

Rates in violation sections 1 and 4, beans, Pelican Lake, Fla., 
to Cincinnati, O. Asks reparation. (R. W. Schapanski, traffic 
representative, Fruit Distributors Bldg., Chicago, Il.) 

. 26092, Sub. No. 2. Hind & Fuchs, Indianapolis, Ind., vs. Penn- 
Sylvania et al. 

Rates in violation sections 1 and 4, beans, Palmetto, Fla., to 
Indianapolis, Ind. Asks reparation. (R. W. Schapanski, traffic 
representative, Fruit Distributors Bldg., Chicago, Ill.) 

26115. Woodson Bros., Inc., Memphis, Tenn., vs. St. L.-S. F. 
and receivers. 

Unreasonable rate and charges, cotton linters, Blytheville, Ark., 
to Wichita. Kan. Asks reparation. (I. Weber, attorney, 616 Bris- 
ter, Memphis, Tenn.) 

26116. Becker Roofing Co., Chicago, Ill., vs. C. M. St. P. & P. 
et al. 

Rates in violation section 6, roofing, Chicago, Ill., to Gary, Ind. 
Asks cease and desist order and reparation. (T. P. Scanlan, prac- 
titioner, 1608 Milwaukee Ave., Chicago, III.) 

. 26117. Electric Machinery Manufacturing Co., Minneapolis, Minn., 
vs. C. M. St. P. & P. et al. 

Unreasonable rates and charges, rotor for condenser, North 
Flint, Mich.. to Minneapolis, Minn. Asks rates and _ reparation. 
(A. S. Morgan, T. M., 108 W. 35th St., Minneapolis, Minn.) 
26118. J. D. Hollingshead Co., Chicago. Ill., vs. C. & E. I. et al. 

Unreasonable rates and charges, wooden, slack, harrels, Thebes, 
Ill., to points in Wis., and to Cedar Rapids, Ia. Asks rates and 
reparation. (Quin Morton, practitioner, 332 South LaSalle St. 
Chicago, Ill.) 

26119. Hilton-Davis Co., Cincinnati, O., vs. C. & O. et al. 

Unreasonable rates, ethyl ether, South Charleston, W. Va., and 
Penns Grove, (Carneys Point) N. J., to Norwood Heights, Cin- 
cinnati, O. Asks reparation. (R. W. Schapanski, traffic represen- 
tative, Fruit Distributors Bldg., Chicago, Ill.) 


. 26120.. Bowman Dairy Co., Chicago, Ill., vs. C. & N. W. et al. 
Rates and charges in violation first three sections, condensed 
milk, Janesville, Wis., and Harvard, IM., to Hershey, Pa. Asks 
cease and desist order, rates and reparation. (Ernest S. Ballard, 
attorney, 120 S. La Salle St., Chicago, IIl.) 
26121. F. J. Kernan, Faloma, Ore., vs. S. P. et al. 

Rates and charges in violation sections 1 and 4, asphaltum, 
Oleum, Calif., to Naches, Wash. Asks cease and desist order 
and reparation. (C. O. Bergen, practitioner, 308 Realty Bidg., 
Spokane, Wash.) 

— Iron City Produce Co., Inc., Pittsburgh, Pa., vs. A. C. L. 
et al. 

Rate and charges in violation sections 1 and 3, turnip roots, 
without tops, Barwick, Ga., to Pittsburgh, Pa., as compared with 
rates from points in Fla. and Tex. Asks reparation. (Walter S. 
Ryan, commerce counsel, 1210 Palo Alto St., North Side, Pitts- 
burgh, Pa.) 

26123. The Sessions Foundry Co., Bristol, Conn., vs. N. Y. N. H. 
& H. et al. 

Unreasonable rates, moulding sand, Ushers, Elnora and Sel- 
kirk, N. Y., to Bristol, Conn. Asks rates and reparation. (J. 
H. Sturtevant, atty., 101 Milk St., Boston, Mass.) 

b a. Commonwealth Coal Co., Charlotte, N. C., vs. A. & Y. 
et al. 

Unreasonable rates, bituminous coal, points in Ky., Va. and 
W. Va. to points in N. C. Asks rates and reparation. (J. Gran- 
ville Booker, P. Cader Dozier, practitioners, and Benj. J. Brooks, 
atty., Mills Bldg., Washington, D. C.) 

No. fe , Syemwecs Range Co., Taunton, Mass., vs. N. Y. N. H. 
-. tt al. 
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Earned 


Popularity 


The popularity of the American Mail Line 

with shippers to and from the Orient has 

been earned by giving years of splendid 
service, regular schedules, frequent sailings, 
expert handling of merchandise and speed 
over shortest routes to and from those vast, 
yet-to-be-developed Oriental markets. If you 
are not already familiar with the great time 
Saving made on merchandise shipped via 
SEATTLE and the American Mail tine call 
an American Mail Line agent today. 


A President Liner sails from Seattle every other 
Saturday; one arrives in Seattle every other 
Tuesday. Schedules regular as clockwork. Serv- 
ice augmented by fleet of fast cargo liners to ports 
of Japan, China and the Philippines. 
For information, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building.... Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


eR xeee ee 


BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five large, modern warehouses strategically located in 
Buffalo. Modern facilities for storage and distributing. 
Direct rail, water and truck connections. Twenty years’ 
experience behind efficient organization. Capacity for 
148 railroad cars and 7 lake steamers loading and unload- 
ing simultaneously. Office, storage and factory space 
for rent. For particulars write 


+ 
BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 


Thos. H. Hanrahan, Pres. John L. Keogh, Mgr. 
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Unreasonable rates, moulding sand, West Albany, N. Y., to 
Weir Branch, Mass. Asks rates and reparation. (J. H. Sturte. 
vant, atty., 101 Milk St., Boston, Mass.) 

? 4 y — Manufacturing Co., Rock Island, Ill., vs. A. T, g 

. F. et al. 

Unreasonable rates, ratings and charges, bread slicing machines 
between Rock Island, Ill., and all points in U. S. Asks rating of 
second class, L. C. L. (A. J. Christiansen, T. M., Traffic Bureay 
Moline Association of Commerce, Moline, Il.) 

- 26127. Hygrade Food Products Corporation, New York, N. y. 
vs. B. & O. et al. 

Unreasonable rates _and charges, ordinary live stock (hogs) 
Bushnell, Galesburg, Princeton, Ill., and other Illinois points on 
Cc. B. & Q., to Detroit, Mich., Buffalo, N. Y., and Wheeling, 
W. Va. Asks rates and reparation. (W. W. Adams, T. M., 3830 §. 
Morgan St., Chicago, Ill.) 


" — . Sub. No. 3. S. M. Baker, Inc., Detroit, Mich., vs. A. C. L, 
et al. 

Rates in violation sections 1 and 4, fresh and green vegetables, 
Pompamn, Fla., to Detroit, Mich. Ask reparation. (R. W. Schap- 
— traffic representative, Fruit Distributors Bldg., Chicago, 
Ill.) 

. 26114. Edwards Land & Timber Co., New Madrid, Mo., vs. G. M, 
& N. et al. a 

Rate, in violation sections 1, 3 and 6, cypress piling, Alamo, 
Tenn., to Napoleon, Mo. Asks cease and desist order and repara- 
tion. (Louis J. Wettman, T. M., 211 Board of Trade Bldg., Cairo, 
Ill.) 

. 26128. me C. Huffman Construction Co., Cleveland, O., vs. L. & 
N. et al. 

Charges in violation section 6, contractors’ outfit or equipment, 
New Orleans, La., to Wilmington, N. C. Asks reparation, (W. 
E. Hanley, Cleveland, O.) 

. 26129. Cities Service Oil Co., Tulsa, Okla., vs. A. T. & S. F. et al, 

Unreasonable rates, refined petroleum products, Ponca City, 
Okla., and Gainesville, Tex., to Lexington and Liberty, Mo. Asks 
reparation. (A. C. Holmes, Atty., P. O. Box 1320, Tulsa, Okla.) 


QUESTIONS AND ANSWERS 


(Continued from page 320) 


in this tariff, except as otherwise provided 
rate items.” 


While this tariff was in effect we shipped a carload of mixed 
packages, each package containing two items for which specific 
commodity rates were provided for in Tariff 1-K. Based on 
Item 790 we attempted to employ Rule 12 provided in the 
current classification so that carriers would have to protect 
the higher of the two commodity rates applicable on the two 
articles in the same package. The carriers declined to do so, 
however, contending that Rule 12 treated with ratings while 
Tariff 1-K carried rates. If they did not intend for Rule 12 
to apply in connection with commodity rates in Tariff 1-K, 
should not they have made specific reference to this effect in 
the tariff? By not doing so did that in your opinion make 
Rule 12 applicable notwithstanding the fact that that rule 
treats only with ratings? Can you cite decisions by the Com- 
mission on this point? 

Answer: In our opinion the Commission would hold Rule 
12 applicable. It is true that this rule in section 3 provides the 
charge shall be “at the rating provided for the highest classed 
freight,” and obviously refers only to ratings published in the 
classification and contemplates using the rate of the article 
to which the highest class rating is assigned and further con- 
templates use only of class rates. No reference whatever is 
made to commodity rates. However, in Edgerton Mfg. Co. vs. 
A. & R. R. R., 140 I. C. C. 351, the commodity tariff provided 
that unless individual rate items provided to the contrary they 
would be subject to the rules of the classification governing 
class rates between the same points. The rate item in ques- 
tion contained a minimum weight of 30,000 lbs. No referenec 
was made in that item to classificaion rules. At that time 
Section 6 of Rule 34 of the classification provided that “when 
the minimum carload weight provided in the classification” was 
so much, that minimum would apply to cars 36 ft. 6 in. and 
under in length and that cars of greater length would be sub- 
ject to higher minima. It is noted that Rule 34, Section 6, was 
not so worded as to include minimum weights published in 
commodity tariffs but those provided in the classification, and 
did not, therefore, apparently, provide a graduated scale of 
minima for cars of greater length. It was just as definitely 
restricted to shipments moving under class ratings and class 
minima as is Rule 12. The Commission held, nevertheless, that 
the general rule in the commodity tariff referring to rules in 
the classification had the effect of making the commodity rate 
item subject to the minimum weight rule governing the class 
rates between the same points, and that the apparently “flat” 
minimum of 30,000 lbs. was subject to graduation on cars over 
36 ft. 6 in. in length. A similar case is King-Haase Furniture 
Co. vs. A. A. R. R., 136 I. C. C. 41, in which complainants con- 
tended that Rule 34 would not apply in connection with com- 
modity rates because Rule 34 referred only to classification 
provisions. The Commission answered that “The fact that the 
rule did not refer in words to commodity tariffs was not fatal” 
‘and held that the graduated scale of Rule 34 was applicable to 
a commodity rate item containing its own minimum. Rule 34 
was later amended, however, providing specifically that it would 
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Te ee The Teale Weeks 


You may obtain all the advantages of 


Branch House Service 


By using the facilities at the 
disposal of all customers of 


KEDNEY WAREHOUSE Co. 


at surprisingly reasonable cost. 


Minneapolis St. Paul Fargo Grand Forks 
Minn. Minn. N. D. N. D. 


NEW YORK TO OR FROM 


3 ad ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 





S.S. CALIFORNIA S.S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
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MOOREMACK GULF LINES 


automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
WEEKLY SAILINGS from New York SromSanFrancisco—*Los Angeles 
From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE California . . Sept. 2; Oct. 14 Virginia . .. Aug. 26; Oct. 7 
and vice versa. Virginia . . .Sept.16;Oct.28 | Pennsylvania. Sept. 9; Oct. 21 
From BALTIMORE to NEW ORLEANS and MOBILE direct of transhipment Pennsylvania. Sept. 30; Nov.11 California . . Sept. 23; Nov. 4 
Between NEW ORLEANS and TAMPA Goin Angeles 2nd day following 


MOORE and McCORMACK, Inc., Agents 
For rates and other information, epply to the nearest of these offices: 


fonama facifie line 


NEW YORK, 5 Broadway NEW ORLEANS, Canal Benk Bidg. 

- PHILADELPHIA, Bourse Bids. DETROIT, industrial Bank Bidg. * ALL NEW STEAMERS ° 
BALTIMORE, Seaboard Bids. CHICAGO, 503 Marquette Bidg. INTERNATIONAL MERCANTILE MARINE COMPANY 
TAMPA, Stovall Pest, Bids. MEIER, Coften Gochenge Gide. Pier 61 North River, New York City Cleveland, 1000 Huron Road 
MOBILE, Mesher Bids. PITTSBURGH, Oliver Bidg. (West ~; | > Sa Cine . -6760 1 eg pe City 
BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. poner 1358 Washi — A ve. Best ry State Strest 

Docks, Charlestown ST. LOUIS, Railway Exchange Bidg. Philedelphia, 1616 Walnut erect Baltimore, Baltimore Trust Bldg. 
Pittsburgh, Aroade, Union Trust Bidg. Los Angeles, 548 8. Spring St. 
San Francisco, 687 Market St. San Diego, 1030 Fourth St. 


QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, —_e Norfolk, Baltimore 


Cristobal (Canal ia San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY—D & H Building CHICAGO—3327 So. La Salle St. Fast 















WHERE it’s wanted 
-«- WHEN it’s 
wanted 


If there’s one thing more than any other 
that distinguishes “North Western” freight 





PHIL ADELPHI A—The Bourse PITTSBURGH—Gulf Building Dependable sce. it is this: 
NORFOLK—111 E. Plume Steet DETROMT Gener Maton Bldg. ones service, it is this: The unusual effort put 
BOSTON—33 Broed Street EASTON, PA.—Drake Building Service forth to see that every shipment, no matter 
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also apply in connection with commodity tariffs, and the change 
was marked a reduction in rates. 

It is our opinion that, inasmuch as Rule 12 is specifically 
restricted to shipments moving on class rates or subject to 
class ratings and Tariff 1-K provides no rule as to shipments 
moving under commodity rates, the class rates are applicable 
to the shipments described. Following the above decisions, 
however, the Commission apparently takes a different view. 


Docket of the Commission 


NOTE—lItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


August 22—Dallas, Ore.—Public Utilities Commissioner of Oregon: 
Finance No. 9988—Application Southern Pacific Co. for permission 
to abandon part of its Monmouth branch in Polk County, Ore. 


August 28—Washington, D. C.—Examiner Sullivan: 

* Finance No. 9164—Application K. C. S. Ry. for authority to ac- 
quire control by lease of the railroad properties of the Texarkana 
& Ft. Smith Ry., in Texas, and other property wherever located 
not already leased to the Kansas City Southern Ry. 


August 29—Salt Lake City, Utah—Public Utilities Commission of 
Utah. 


Finance No. 9791—Application of Southern Pacific Co. for permis- 
sion to abandon gy of a part of its promontory branch in 
Box Elder County, Utah 


August 29—Washington, D. — Smith: 
ourth Section Application No, 15000—Filed by H. G. Toll, B. T. 
Jones and Curlett, Agents—Transcontinental westbound 
automobile rates. 


September 1—Reno, Nev.—Public Service Commission of Nevada: 
Finance No. 9896—Joint application of Central Pacific Ry. Co. 
and Southern Pacific Co., lessee, for permission to abandon a 
part of the so-called Mina branch in Mineral county, Nev., and 
Mono county, Calif., and the Mound House branch in Lyon 
county, Nev. 


September 1—Hattiesburg, Miss.—Mississippi Railroad Commission: 

* Finance No. 9959—Application Gulf & Ship Island R. R. for permis- 
oo to abandon a line of railroad between Columbia and Maxie, 
Miss. 


September 5—Lincoln, Neb.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. & 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 


SEACE CLAIM in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES 


1721 Morton Building 208 W. Washington St. 
CHICAGO, ILL. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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F. Ry. (and cases grouped therewith) (further hearing). 
26089 and Sub, 1—L. C. Adams Mercantile Co. et al. vs. A. 
S. F. Ry. et al. 
September 6—Ashland, Ky.—Examiner Griffin: 
26080—North east Kentucky Coal Bureau vs. C. & O. Ry. 
September 6—Washington, D. C.—Examiner Disque: 
25812—American Highway Freight Association, Inc., vs. Railway Rx. 
press Agency, Inc. 
25853—-American Highway Freight Association, Inc., vs. Southeastern 
Express Co. et al. ; 
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In CHICAGO 


sO) TERMINAL 


WAREHOUSES @& 


Loop.’’ Office and warehouse spece for 
lease. Merchandise storage. Pool cars distributed. 
Tunnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD (Gl @NCle) 


We Bind The Traftic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erfe Street hicago 
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| TRAFFIC MANAGERS 
- T. J. McLAUGHLIN. | Trafic _ 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 
Departmental Service Commerce 
713 Mills Bldg. sali 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


Lr 


f In NEW ORLEANS 
and its territory— 
a complete DISTRIBUTION SERVICE 


Merchandise warehousing, and distribution—including pool cars 
—by rail, water and truck, to all of the Southern Market of which 
New Orleans is the center. Goods received from, forwarded and 
distributed to, all parts of the world. - 


Storage space—200,000 square feet. Track room for 30 cars at 
one placement. Licensed by and bonded to the State of Louisiana 
and the United States Government. 


IMPORTERS’ BONDED WAREHOUSE 
and 
BIENVILLE WAREHOUSES CORPORATION, Inc. 
R. W. Dietrich, Pres. 
340 Bienville St., NEW ORLEANS, LA. 


Member 
A. C. W. 
A.W.A 
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